









Vol. XV, No. 24 Noros* CHICAGO, ILL., JUNE 12, 1915 


Pack Your. 
Product 
This Money- 


Saving Way 


>, 
; ov, 
be packed in reasonably sized boxes— @ 


we can show you how you can save 20 “¥% 


to 50 per cent on your packing and ship- oN ts A R E E 
| MS 


ping charges. , 


Hinde & Dauch 


Corrugated 
Fibre Board Boxes 


are lighter and stronger than wooden boxes—many a 
smash that would demolish a wooden box has no effect 
on an H & D box or its contents. Dirt-proof, damp- 
proof, “‘pilfer-proof’’—your cheapest insurance against damage claims. 


Cuts Storage Costs 


H & D boxes fold flat and take but one-tenth the space occupied by wooden 
boxes. Consider the saving in rent. Packing costs are cut, too. No tools, 
hammering or nails—just a pot of glue, a brush, a few strokes, and the job 
is done—quickly, conveniently and economically. 








Tell us your product—how big it is—how much it weighs—and how many you pack in a case. We will send without 
charge or obligation, the H & D shipping case best suited for your purposes. 


The Hinde & Dauch Paper Co., Sandusky, O. 


For Canadian Trade, Address Toronto, Canada 
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Entered as second-class matter, January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 1879. 


Price, $10.00 Per Year 
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‘“‘How to 


Pack It’’ 


A remarkable book— 
not a catalog or pam- 


phlet, but a complete — 


treatise on the scientific 
low-cost method of 
packing and shipping. 
No matter what your 


p roduc t—hardware, — 
china, millinery; food- 


stuffs, bottled goods, 
clothing, tobacco, 
glassware, or whatnot 


—this book contains ~~ 


suggestions for the 
most economical and 


safest method of pack- — 
ing and shipping. Sent — 


free, postpaid, on re- 
quest. : 
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The National Industrial Traffic League. 
Object—The object of this league is to 
interchange ideas concern traffic mat- 
ters, to co-operate with e Interstate 
Commerce Commission, state railroad 
commissions and transportation compa- 
—- in promoting and securing better un- 
erstanding by the public and the state and 
eetaeel governments of the eae of the 
traffic world; to secure proper legislation 
where deemed necessary, and the modifi- 
cation of present laws where considered 
harmful to the free interchange of com- 
merce; with the view to advance fair 
dealing and to promote, conserve and pro- 
e commercial and transportation 
interests. 


Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers. 
ls Ms OEE aoe Se cdiom Awhjs oci ...-President 


Traffic Commissioner, Toledo Com- 
merce Club, Toledo, Ohio. 

i 8 oi os cb ha Siph we 9 & Vice-President 
Commissioner, Freight and Traffic 
Division, Chamber of Commerce, 
- Indianapolis, Ind. 

Oscar ee Secretary-Treasurer 

M. Crane Co., 836 South Michi- 
aaa Ave., Chicago, Ti, 

rams” r. ag Se ae ice Asst. Secretary 

h La Salle St., Chicago. 

stlatan Himplement and Vehicle Associa- 
tion. W. J. Evans me lb Trf. © ae 
. American Trust Bldg., 

National League of i hc wo oot 
of the United States. John C. Scales, 
Pres., Chicago, Ill.; R. S. French, Busi- 
ness Manager, 90 “Wrest Broadway, New 
York. 

Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., eapolis. 

Manufacturers’ Association, In charge of 
traffic of industries located at Sterling 
and Rock Falls, tll. 


W. P. Benson ............. ...-President 
H. H. Wood .............Vice-President 
WwW. J. Burleigh..... -Treasurer 
W. B. Long............ ic Manager 


THE TRAFFIC WORLD 


To The 


RAFFIC MANAGER 


Who Must Keep 
UP TO THE MINUTE 


ON 


Tariff Filings, Rejections, Suspensions, and the 
Other Most Important Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin 


Will Appeal 


LET US SEND SAMPLES 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS. 


Sterling, . Illinois. 

The Memphis Freight Bureau. L R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. * Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; S. A. Smith, Vice- 
Pres.; W. E. Cullen, Secy. and Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 
Brooklyn Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 
Traffic Club of Kansas City. Frank M. 
Cole, Pres.; Alfred A. Wild, Secy. 
Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel EB. Lux, Secy.-Treas. 
The Spokane Transportation Club. Chas. 
pe G. Shinkle, Pres.; J. W. MacIntosh, 
ecy. 
The Traffic Club of Chicago. Fred Zim- 
merman, Pres.; W. H. -Wharton, Secy. 
The Transportation Association of Chicago, 
H. E. MacNiven, Pres.; W. G. Johnson, 


Secy. 

The Traffic Club of Philadelphia. George 
J. Lincoln, Pres.; Don C. Hunter, Secy. 

The Traffic Ciub Ag =. Louis. Oliver H. 
Greene, Pres.; S. Crilly, Secy.-Treas. 

The Traffic Club A Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
E. C. Merritt, Pres.; L. E. Stone, Secy. 

The Traffic Club of New England, Boston. 
Sam W. Manning, Pres:; C: A. der- 
son, Secy. 

The Transportation Club of Louisville. 
aeaey S. Gray, Pres.; S. J. McBride; 

ec 


y. 
The Transportation Club of Toledo. E. - 


D. Ryan, Pres.; Harry S. Fox, Secy. 
The Traffic Club of Baltimore. J. Frank 
Ryley, Pres.; C. €. Kailer, Secy. . 
The Traffic Club “J "H. B. Lock- 
ett, Pres.; P. L. Wills, Secy. : 
Denver Commercial Traffic Club. F. M. 

Andrews, Pres.; R. Flickinger, Secy. 
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Washington Traffic Club. D. M. Fisher, 


Pres.; W. B. Peckham, Secy. 
Transportation Club of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 


The Traffic Club of Newark. F. E. Stone, 


Pres.; J. J. Kautzmann, Secy. 


The Transportation Club of Seattle. W. 
P. Lockwood, Pres.; F. C. Nessly, Secy.- 
Treas. 

The Transportation Club of Detroit, Mich. 
Charles P. Hackett, Pres.; W. R. Hur- 
ley, Secy. 

Transportation Club of San Francisco. 
Thomas Finigan, Pres.; Theo. H. Ja- 
cobs, Secy. 

The Rallroad Club of Kansas City, Mo. 

. Poland, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. W. H. Johnston, Pres.; J. 
W. Bryan, Secy. 

The Traffic Club of Minneapolis. M. S. 
Thurber, Pres.; E. O. Fellows, Secy. 
Salt Lake City Transportation Club. 
Julian Bamberger, Pres.; R. E. Row- 

land, Secy. 

Traffic Club ‘of Milwaukee. C. C. Backus, 
Pres.; H. L. Taylor, Secy. 

Transportation Club of Lima, O. Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy.- 


Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. Fred M Briggs, Pres. ; J. 
Greenley, Secy. and Treas. 


Leb gg a —— of Peoria. T. A. 
Grier, eS. ; Gillig, Secy. 
Traffic club of Giondente D. F. Hurd, 


Pres.; M. W. Doyle, secy. 

Traffic "Club of Erie, Pa. C. E. Rhodes, 
Pres.; M. W. Hismann, Secy. 

Los Angeles Traffic Association, Los An- 

es, Cal. C. Thurston, Pres.; H. 
C. Smith, Secy.-Treas 

Traffic Club of Jacksonville, Fla. H. C. 
Avery, Pres.; R. H. May, Secy.-Treas. 

The Traffic Club of Fort Worth. R. E. 
Lay, Pres.; R. R. Wilson, Secy. 

The Traffic Club of the Greater Dayton 
Association. J. W. Cobey, Chairman; 
E. G, Biechler, Secy. 

The Portiand Transportation Club. W. A 
Robbins, Pres.; . O. Roberts, Secy. 
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DO YOU 


WANT TO KNOW 
QUICKLY 


About the Filing of some Tariff? 








The Figures contained in some Report? 


The Rate on some Commodity between 
certain Cities? 


Details concerning some Supreme Court 
or Interstate Commerce Commis- 
sion Decision; some Unreported 
Opinion or Informal Reparation 


Order? 


LET US SERVE YOU 





Send Orders and Inquiries to 


SPECIAL SERVICE DEPARTMENT 


| The Traffic Service Bureau 
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508 Colorado Building, Washington, D. C. 
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OHIO FREIGHT RATES 





Governor Willis of Ohio has signed the act of 
the legislature which repeals the maximum freight 
rate law of that state. This law has been an obstacle 
to putting into effect completely the 5 per cent in- 
crease in freight rates allowed by the Interstate 
Commerce Commission last December, owing to 
the participation in the rates of roads lying in Ohio. 
The repeal goes into effect in ninety days. An- 
other important aspect of the repeal is that, aside 
from the 5 per cent rate increase already author- 
ized in certain rates, the railroads in Central Freight 
Association territory are at work upon a general 
overhauling of rates. This was suggested by the 
Commerce Commission in its first decision of the 
eastern case. Its object is to bring all rates into 
harmony and to eliminate a number of rates which 
are, in the view of the Commission, non-compen- 
satory. The Ohio statute, now repealed, would 
have interfered with this general readjustment. 
The changes involved will have to be passed upon 
by the Commerce Commission as to interstate rates 
and by the state commission as to purely local 
rates, 


CUMMINS LAW AND BAGGAGE 





Not the least of the annoyances caused to the 
railroads by the Cummins amendment to the Act to 
regulate commerce is the criticism by the public, 
voiced in some newspapers that should know better. 
For instance, one prominent Chicago paper says: 
“The new regulations for the valuation of a passen- 
gers baggage furnish a striking illustration of the 
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really supernatural skill which American railroad 
managers manifest in their effort to impose the 
maximum annoyance on their patrons to secure 
the minimum advantage to themselves.” This has 
reference to the rules requiring persons checking 
baggage on railroad tickets to declare its value in 
writing. The requirement is undoubtedly an annoy- 
ance to the traveling public, but those who are an- 
noyed ought to place the blame—if blame there is— 
on the right heads, which are those of Senator 
Cummins and his colleagues, who are responsible 
for the enactment of the so-called Cummins amend- 
ment. The carriers themselves—and certainly the 
baggagemen who are charged with the enforcement 
of the regulations—are not especially desirous of 
imposing this burden on the public. When it comes 
to annoyance, the trifling disturbance to the passen- 
ger is as nothing to the trials of the baggageman, 
who not only has this addition to his duties, but all 
day must put up with the unreasoning complaints 
of travelers, who seem to blame him because the 
law makes him work a little harder and compels 
him to listen to unending faultfinding. 


Another complaint against the new regulations 
and increased rates on baggage based on value 
comes from the jewelers, Ludwig Nissen, president 
of the New York Jewelers’ Board of Trade, assert- 
ing that it will be absolutely impossible for whole- 
sale jewelry and diamond merchants to carry on 
business and live up to the letter of the law. He 
explains that the high values of stocks in these 
trunks will make the transportation charge prohibi- 
tive. It is not uncommon, he points out, for a 
jewelry salesman to carry a trunk with contents 
valued at more than two hundred thousand dollars. 
It would seem on this statement and at first blush 
that the point was well taken and that compelling 
travelers who carry such valuable sample trunks to 
declare their value and pay accordingly would be an 
injustice. It must be said, however, that the sample 
trunks of these jewelry salesmen are not as a rule 
merely sample trunks. The jewelry salesman gen- 
erally carries his stock with him, and his customer 
buys out of the trunks what he selects in diamonds, 
rings, watches, or what not. It is not uncommon 
for such a salesman to carry half a dozen trunks 
filled with valuable stock. The question, then, is 
whether the jewelry merchant is the victim of 
injustice if he has to pay these high rates on valu- 
able stocks shipped as baggage, which shipments 
are in reality not shipments of samples as baggage, 
in the sense that other salesmen carry samples thus, 
but shipments of goods for sale. 

As to whether the carriers have fixed their rates 
too high is for the Commission to determine, and 
doubtless the matter will be before it for determina- 


1270 THE TRAFFIC WORLD 


tion before a great while, both as to baggage and as 
to other articles on which the carriers propose to 
charge increased rates fixed on values over certain 
amounts. As to the principle, however, that the 
more valuable the article the higher the transpor- 
tation rates should be in order to compensate the 
carrier for his increased liability, we think there 
can be no question. If a jewelry trunk is more 
valuable than a trunk full of clothing samples, then 
there would seem to be no reason why the jewelry 
merchant should not pay accordingly. Under the 
law he must declare the value and under the law 
also he would expect reimbursement to the amount 
of that value, in case of loss, for which the carrier 
was responsible. 

The new law, it may be expected, will cause 
changes in methods of doing business in various 
lines. It may be that jewelry merchants, for in- 
stance, will of necessity change their custom of 
allowing salesmen to carry large stocks of goods 
on the road. Or it may be that the decrease in the 
amount of insurance they will now find it necessary 
to carry on these sample trunks will, at least in part, 
make up for the increase in transportation rates, for 
if the railroad company is responsible for the full 
declared value it will no longer be necessary to 
carry insurance covering the time when the trunks 
are in charge of the carrier. 


BRINE IN TANK CARS 





The Interstate Commerce Commission has, in an 
unreported opinion, disposed of the pickle-brine-in- 
tank-cars question. There are two things that will 
cause question as to the wisdom of deciding a case 
like this in a document that will not be found in 
the published volumes, where all opinions enunciat- 
ing new principles or of large importance otherwise 
are supposed to be contained. One is that the 
carrying of brine to keep the tanks from falling to 
pieces is one of the so-called free services. The 
other is that the tanks are owned by shippers and 
therefore are intimately related to the larger ques- 
tion as to whether the carriers are getting rid of 
one of their burdens by imposing it upon the ship- 
pers, who, according to the opinion, must provide 
themselves with these tanks to guard against the 
shortage of “railroad-owned equipment during the 
pickle shipping season.” Carriers are supposed to 
provide themselves with equipment. The quantity 
of the demand for pickle-tank cars is known and can 
be met. True, much of the equipment might be 
idle a large part of the year, but that would be true 
no matter who owned it. It is submitted that, no 
matter who owned them, either brine or water 
would have to be kept in them to prevent them fall- 
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ing to pieces while proceeding, empty, to the load- 
ing platforms. The query, therefore, has been 
raised whether the carrying of that brine is a free 
service any more than is the carrying of axle grease 
to keep the wheels of private cars going round. 


CONGRESS IN THE CHINA CLOSET 


(Chicago Tribune.) 

If there is any one who holds the opinion that 
The Tribune was splitting hairs when it urged that 
while it is proper for legislative bodies to order the 
regulation of railroads, it is improper to attempt the 
regulating itself, witness the latest congressional bung- 
ling in the administrative field. 

The Cummins shipping bill, which became effective 
June 3, was designed to prevent the railroads from limit- 
ing their liability to a nominal damage charge on live 
stock shipments. In reality it has upset the entire 
house and the shipping relations that were established 
by the adoption of the uniform bill of lading after 
months of study. A blanket 10 per cent advance in all 
freight rates was threatened until the Interstate Com- 
merce Commission came to the rescue and forbade an 
increase upon the ground that Congress had not in- 
tended what in effect the bill that was passed said. 
Another result is that the ordinary everyday traveler 
must hereafter declare the value of his trunk in writ- 
ing and pay 10 cents per hundred dollars extra after 
the first hundred dollars. The shipper using the express 
service must do the same. The Commission in time 
will be called upon to decide whether the traveling man 
with several trunks is forced to accept the higher rail- 
road charge of 10 cents per hundred dollars for each 
trip, without regard to distance, or has the right to fall 
back upon the ordinary insurance tariff, which gives pro- 
tection for possibly a year at the same cost. 

Senator Cummins meant well in his bill, but he has 
stirred up a bedlam. He is quoted as insisting that 
“Congress never intended that baggage should be in- 
cluded within the purview of the act.” But it is in- 
cluded, and it is likely that all freight rates will be 
affected before the readjustment has been completed. 

All of which goes to prove that a legislative body 
is out of place in a china closet, a fact worthy of the 
consideration of the friends of the 75-car bill in the 
Forty-ninth general assembly. 





COMMISSION. ORDERS 





The request of the complainant in Docket No. 6772, 
Chas. G. Perry & Co. vs. Arizona Eastern et al., for a re- 
hearing has been denied. 

The Commission’s order of April 27, in No. 6938, the 
Cullman Commercial Club vs. L. & N., effective August 1, 
has been modified so as to become effective October 1, the 
Commission being of the opinion that it should become 
operative on the same date as its fourth section order No 
3866, “In the matter of Fourth Section Violations in the 
Southeast.” In all other respects the original order stands. 

The Paris & Great Northern has been made a party 
defendant in No. 7968, Coffeyville Vitrified Brick & Tile 
Co. vs. St. Louis & San Francisco et al. 

The petition for a rehearing on the part of the com- 
plainant in No. 5648, Pine Belt Lumber Co. vs. Gulf & Ship 
Island, has been denied. 
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CURRENT TOPICS IN WASHINGTON 


The. Rock Island Inquiry.—The 
resumption of the inquiry into the 
financial affairs of the Rock Island 





again to raise the question as to 
whether Congress, before adopting 
resolutions calling on the Commission 
to make investigations, ought not to 
inquire as carefully about the prima 
facie evidence in the possession of 
those asking the inquiry as one of its 
committees would in reporting a bill. According to officials 
of the Rock Island attending the hearing, the most obvious 
purpose in having the Commission inquire into the mat- 
ter of the receivership, right at this time, is to enable 
the minority stockholders to obtain publicity as to mat- 
ters that are expected to come before Judge Carpenter 
in Chicago June 14. Congress. when asked to deal with 
a matter that is in the courts, up to a few years ago, 
made it a rule to do nothing until the litigation had 
been disposed of one way or another. The theory was 
that if the attorneys for the parties in interest could 
not bring out the facts under oath and the privilege of 
rigid cross-examination, Congress could not be expected 
to lend its aid. The ease with which resolutions of 
investigation can be put through Congress nowadays was 
shown when Lamar, the “wolf of Wall street,” after 
Chairman Harlan and his colleagues had told him that 
they knew more than he did about what he was pleased 
to call the rebates paid by railroads that divided rates 
with Steel Corporation roads, persuaded Congress to order 
an investigation of that matter. The public hearing de- 
manded by Lamar was held. It was really a pitiful 
exhibition, the only testimony “the wolf” and his col- 
leagues were able to offer being selections from its own 
reports and parts of reports by Congress. What sort of 
game Lamar and his associates were seeking to play, 
with the Commission doing the chestnut-pulling, may be 
inferred from the fact that later Lamar was indicted for 
impersonating A. Mitchell Palmer, the then Democratic 
House leader, in such a way as to suggest to officers of 
the steel corporation that Palmer was waiting to be 
bribed. 





The Tap-Line Question——Pandora’s box and that 
Banquo ghost story were slow and lackadaisical things 
in comparison with the tap-line question. They may 
have stirred things in their day somewhat, but for steady 
working, the tap-line matter has them looking like torpid 
frogs. The Commission, in denying the application of 
the st. Louis, Kennett & Southeastern to make rates from 
Kennett, Mo., without observing the long-and-short-haul 
rule, probably laid the foundation for another series of 
developments in the long-drawn-out subject. If that tap 
line and its neighbor, the Butler County Railroad, are 
not to make rates without observing the long-and-short- 
haul rule, they may take a notion to blanket them—that 
is, make them the same from all stations on their lines 
regardless of their routing and then allow the shipper 
to designate through which gateway the shipments shall 
move. The effect of such a move would be the same as 
if permission had been given to route the lumber via the 
long-haul gateway without observing the fourth section 
rule. At least that is the way it looked the day the 
fourth section order came out. The trunk lines nearest 


the latter part of last week served 
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the mills want the tonnage, which, under the mileage 
rule, they cannot get because the tap lines will not give 
it to them. If a blanket rate applies from all points on 
the tap line, it is suspected divisions can be made so 
as to give the nearby trunk lines some of the business. 





Brine Left in Tank ,Cars.—The Commission, in Un- 
reported Opinion No. 2059, has decided the brine-in- 
pickle-tank-car question, raised by I. & S. No. 551. The 
decision is that the carriers have not justified their pro- 
posal to charge third class rates on the brine left in the 
wooden tank cars to keep them from falling to pieces 
while returning empty for loads of cucumbers salted soon 
after they have been picked and transported in that form 
to pickling works at Chicago, Benton Harbor, Holland 
and Detroit, Mich. _Last fall they filed tariffs, to be effective 
on December 1, whereby they proposed doing away with 
the free transportation of nine inches of brine in each of 
the tank cars. They proposed to charge third class rates 
on the brine left in the tanks, with the charges that 
would accrue under fifth class as a maximum on each 
tank. The report says that the carriers pay three-fourths 
of a cent per mile for the use of the cars, “not because 
their use decreases transportation expenses, but because 
shippers must protect themselves against shortages of 
railroad-owned equipment during the pickle shipping sea- 
son.” Prior to the hearing negotiations between the car- 
riers and shippers resulted in an agreement that the 
railroads would continue to transport three, instead of 
nine, inches of brine, subject to further negotiations in 
the event three inches of brine is not sufficient to afford 
protection. The carriers are required, on or before July 
15, to cancel the tariffs suspended in I. and S. No. 551, 
without prejudice to their right to amend them in con- 
formity with the agreement. 





Kind of Lumber for Coffins.—A query has been raised 
as to what kind of lumber it was that the Palmer and 
Semans Lumber Co. shipped from Ursina Junction, Pa., to 
Lowville, N. Y., consigned to the Asbestos Burial Casket 
Co. The lumber company complains, in Docket No. 8053, 
that the Baltimore & Ohio, New York Central and Nickel 
Plate charged a grossly discriminatory rate on several 
shipments of lumber. Nowhere, however, is the character 
or kind of lumber sent to the burial casket company in- 
dicated. It is not certain that the kind of lumber will be 
a material or relevant inquiry when the complaint comes 
on for hearing, but there was a curiosity, at the time 
the complaint was docketed, as to what kind of lumber 
would be suitable for the consignee. It was suggested 
that that is a world-old curiosity, and that for that reason 
the complaint may become widely celebrated in the books. 
Judge Crow of Uniontown, Pa., one of the receivers for 
the lumber company, is a learned lawyer and it is as- 
sumed that when the hearing is had he will be prepared 
to answer, the questions that may be thrown at the wit- 
nesses he places on the stand. Asbestos has a certain, 
definite quality that everybody knows. But there is no 
such knowledge with regard to the kind of lumber that 
might be said to supplement the resistant qualities of 
asbestos. A. %. i. 


REPARATION ORDER. 


Reparation amounting to $383.50 has been authorized 
in the complaint of United States Leather Co. et al. vs. 
Southern et al., docket No. 3629. 
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Decisions of Interstate Commerce Commission 


MIXTURE RULE CONTINUED 


1. AND S. NO. 554 (34 I. C. C., 124-127) 

MIXED CARLOAD SHIPMENTS OF LIME, CEMENT 
AND PLASTER FROM INTERSTATE TO ARKAN- 
SAS POINTS. 


Submitted Jan. 30, 1915. Decided May 10, 1915. 


Proposed withdrawal of tariff provision under which mixed car- 
loads of lime, cement and plaster are shipped ‘from inter- 
state to Arkansas points’’ found not to be justified. Tariff 
withdrawing the provision ordered to be canceled and car- 
riers required to name such provision by other tarits, upon 
— — of the highest rated commodity contained in the 
mixture. 


HALL, Commissioner: 

The tariff provision under investigation in this pro- 
ceeding is contained in supplement No. 3 to F. A. Le- 
land, agent, I. C. C. No. 1064, Eugene Morris, agent, I. 
C. C. No. 508. It proposes to cancel, effective Nov. 30, 
1914, item 1098 in Leland’s I. C. C. No. 958, Eugene 
Morris’s I, C. C. No. 361, which reads as. follows: 


Lime, cement and plaster, in mixed carloads, will be han- 
dled at the highest rate and minimum weight applicable from 
interstate to Arkansas points. 


This rule has been carried in the respondents’ tariffs 
since 1909. 

The Commission, by order dated Nov. 25, 1914, sus- 
pended the operation of the proposed provision until 
March 30, 1915, and by supplemental order, dated Feb. 
15, 1915, continued the suspension until Sept. 30, 1915. 

Although the proposed cancellation would affect all 
shippers who desire to ship mixed carloads of these com- 
modities from interstate points to Arkansas, the Mem- 
phis, Tenn., shippers are the only protestants of record. 
The carriers made practically no attempt to justify the 
cancellation. Some reference was made in the testimony 
to the alleged unremunerative character of transportation 
rates in the state of Arkansas, but no evidence was 
offered bearing upon the reasonableness per se of the 
rates upon any of the commodities involved in this pro- 
ceeding. It was stated by the representative of the 
carriers at the hearing that “the carriers would have no 
objection to considering the proposition of carrying such 
a mixture by the publication of specific rates,” but that 
for the transportation of such a mixture higher rates 
would be required than those in effect on any of the 
commodities in straight carload lots. In view of this 
position, it is not clear why the carriers have attempted 
to withdraw the mixing provision instead of proposing 
specific rates upon mixed carloads. The practice of ship- 
ping mixed carolads of lime and cement is very general 
throughout the United States, although not as common 


in Western Classification territory as -elsewhere. The 


Commission has previously pointed out the desirability of 
liberal provision for mixtures. In the Western Classifica- 


tion case, 25 I. C. C., 442, at 471, 472 (The Traffic World, 
Jan. 4, 1913, p. 5), we said: 


In many former proceedings our attention has been force- 
fully directed to expensive terminals which carriers are obliged 
to maintain, especially in large. cities. A great proportion of 
such terminal properties is devoted to freight service. Great 
warehouses and correspondingly expensive loading platforms 
and accessory facilities are given up to less-than-carload ship- 
ments. Every consolidation of these individual packages or 
groups of packages into carload quantities saves not only 
storage and handling facilities, but also car space. The latter 
is especially important during times of car shortage. ‘ 
A liberalization of mixtures in the classification and the re- 
sulting consolidation of small shipments into carload lots will 
tend directly to a better utilization of car space and the saving 
of investments in railway terminals and their operation. 


The benefits to shipper and consignee are obvious. 
Orders may be made for smaller quantities of each com- 
modity and the service contributed by them in loading 
and unloading obviates the expense of handling by the 
carrier which is involved in less-than-carload shipments, 
as well as the greater inconvenience of warehouse de- 
livery as compared with track delivery. 

Most shipments to points in Arkansas are to small 
places and small dealers. 

The testimony shows that the proposed cancellation 
would result in hardship and loss to protestants by com- 
pelling them to ship in straight carloads or pay the less- 
than-carload rates on smaller shipments. In the fatter 
case the shippers between points in Arkansas would have 
an advantage over their interstate competitors, because 
there the spread between carload and less-than-carload 
rates is less in intrastate rates than in interstate rates. 

It is the view of the Commission that the practice 
of mixing carload shipments of lime, cement and plaster 
should be continued and that suitable tariff provision 
therefor should be made by the respondents. 

While there is not sufficient evidence in this record 
upon which to base a satisfactory conclusion as to what 


_ would be just and reasonable rates upon these commodi- 


ties destined to points in Arkansas, some consideration 
may be given to the relation that should be observed 
between straight and mixed carload rates. In arriving 
at such a basis it is proper to give due regard to the 
nature and cost of the special service furnished. Under 
the prevailing practice, it is the rule, in the absence 
of a specific rate upon the mixed shipment, to apply 
the highest rate and highest minimum weight applicable 
on any of the commodities contained in the shipmen' 
This record gives instances of specific rates on mixed 
carloads of lime and cement from St. Louis, Chicago and 
Memphis to Texas common points which are consider- 
ably higher than the rates on either commodity in straight 
carloads. In those instances, however, the rates on the 
several commodities are the same. Where, as in this 
case, there is a substantial difference between the rates 
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on the several commodities, the application of the high- 
est rate and highest minimum weight certainly permits 
the carrier to secure the additional compensation which 
the conditions attending the transportation of mixed 
shipments appear to warrant. 

The carriers claim that inasmuch as the rule author- 
izing mixed carload shipments is carried as an exception 
to Western Classification, the rates to which it refers 
are class rates, and the highest class rate must be ap- 
plied to such shipments. Commodity rates had been 
established by the carriers on the commodities included 
in the mixture, and it developed at the hearing that for 
several years the Memphis shippers had been shipping 
mixed carloads of these commodities at the highest com- 
modity rate and the carriers had been collecting charges 
on that basis without raising any question as to their 
correctness. The commodity rates were carried in South- 
western Lines’ tariff No. 45-K, F. A. Leland, agent, I. C. C. 
No. 1058, Eugene Morris, agent, I. C. C. No. 502, in which 
proper reference is made to the tariff carrying the ex- 
ception which allows the mixing privilege. It is thus 
seen that, whatever the intent of the framers of the 
tariff, the shippers were justified in understanding that 
the “highest rate applicable” was the highest commodity 
rate. 

The hearing in this case was held on Jan. 30, 1915. 
On Feb. 12, 1915, the respondents, through their agents, 
filed with this Commission a tariff designated as sup- 
plement No. 15 to Southwestern Lines’ tariff No. 45-K, 
which supplement contains a provision, effective March 
15, 1915, canceling the commodity rates on building ce- 
ment carried therein, and referring to Southwestern 
Lines’ tariff No. 90, F. A. Leland’s I. C. C: No. 1075, for 
rates upon this commodity from all points except those 
in certain southeastern territories. The latter tariff, 
while naming commodity rates on cement which are gen- 
erally the same as those previously carried in tariff No. 
45-K, is not subject to the classification exception which 
embodies the provision governing mixing. It will thus 
be seen that should that provision be continued upon 
the basis of the rule as now carried, the status of mixed 
shipments would be very materially changed, as in that 
case the cement rate to be used for comparison in de- 
termining the “highest rate” would be the class C rate 
applicable under tariff No. 45-K instead of the commodity 
rate named in tariff No. 90. This would increase the 
rates on mixed carloads of lime and cement from Mem- 
phis to points in Arkansas approximately 35 per cent. 
The act of the carriers in thus changing their tariffs 
before the Commission could consider the record in this 
case and render a decision therein is manifestly im- 
proper. 

The respondents will be required to establish and 
for two years to maintain from interstate to Arkansas 
points rates and minimum weights applicable to mixed 
carloads of lime, cement and plaster not higher than the 
highest commodity rate and highest minimum weight 
applicable to straight carloads of any of the commodities 
in the mixed car. It follows that all conflicting tariff 
provisions must be canceled. 

An order will be entered accordingly. 





ORDER. 

It is ordered, That the carriers respondent herein 
and designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before Aug. 15, 
1915, the rates, charges, practices and regulations stated 
in the sehedules specified in said orders of suspension. 
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It is further ordered, That said respondents be, and 
they are hereby, notified and required to establish, on 
or before Aug. 15, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of mixed carload shipments of lime, cement and 
plaster from the interstate points of origin to the points 
of destination named in the schedules covered by said 
orders of suspension, rates and minimum weights which 
shall not exceed the highest commodity rate and highest 
minimum weight applicable to straight carloads of any 
of the commodities in the mixed car. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


CAST-IRON PIPE RATES 


CASES NO. 6301 AND NO, 6301 (SUB-NO. 1) 
(34 I. C. C., 128-134) 
CITY OF CHARLOTTE, N. C., ET AL. VS. SOUTHERN 
RAILWAY CO. ET AL. 
CASE NO. 6651 
CITY OF ROCK HILL, S. C., VS. SOUTHERN RAILWAY 
co. 
PORTIONS OF FOURTH SECTION APPLICATIONS 
NOS. 1548, 1561 AND 1573. 


Submitted May 7, 1914. Decided May 3, 1915. 


Rates on cast-iron pipe in carloads from East Radford and 
Lynchburg, Va., and Anniston, Ala., to Charlotte, N. C., and 
Rock Hill, S. C., not found to have been unreasonable. 
Fourth section applications named granted in part and 
denied in part. 


BY THE COMMISSION: 

These cases were consolidated by agreement of coun- 
sel and will-be considered in one report. 

Complainants in Dockets Nos. 6301 and 6301 (Sub- 
No. 1) are the city of Charlotte, a municipal corporation 
of the state of North Carolina, and the Charlotte Ship- 
pers’ & Manufacturers’ Association, a voluntary organ- 
ization of the business interests of Charlotte; in Docket 
No. 6651 the city of Rock Hill, another municipal corpo- 
ration of the state of South Carolina. The complaint in 
No. 6301, filed Oct. 31, 1913, alleges that the rates charged 
by defendants on cast-iron pipe in carloads from East 
Radford and Lynchburg, Va., to Charlotte are unreason- 
able and unjustly discriminatory, that they subject Char- 
lotte to undue prejudice and disadvantage, and that they 
violate the long-and-short-haul provision of the fourth 
section of the act. The complaints in No. 6301 (Sub-No. 
1), filed Oct. 24, 1913, and in No. 6651, filed Feb. 24, 1914, 
allege violations of sections 1, 2, 3 and 4 of the act with 
respect to the rates on the same commodity from Annis- 
ton and other points in the state of Alabama to both 
Charlotte and Rock Hill. Reparation is asked in all three 
of the complaints. ‘ 

Charlotte enlarged its water system in the years 
1911 and 1912, and in 1913 Rock Hill increased its water 
supply. The improvements required great quantities of 
cast-iron pipe of large diameter, and appropriate con- 
tracts were made to secure the requisite quantities to 
be delivered at Charlotte and Rock Hill free on board 
cars at destination. The pipe was shipped from East 
Radford and Anniston, the foundry companies retaining 
title until the shipments were accepted at destination. 
The purchasing cities paid the freight bills as the pipe 
was received, charging the amounts paid against the 
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foundry companies before settlement with them. The 
shipments from East Radford to Charlotte moved over 
the Norfolk & Western Railway through Lynchburg, Va., 
to Durham, N. C., and thence over the Seaboard Air 
Line Railway to Charlotte. The shipments from Anniston 
to both Charlotte and Rock Hill moved over the Southern 
Railway. 

Cast-iron pipe generally moves in the territory in- 
volved at class A rates. East Radford is not one of the 
Virginia cities and takes a differential of 2 cents per 
100 pounds over Lynchburg. The rate from Lynchburg 
to Charlotte is the class A rate of 18 cents per 100 
pounds, or $3.60 per net ton, applicable not only over 
the short line, 207 miles, but also by way of the Norfolk 
& Western Railway to Durham, 117 miles, and thence over 
the Seaboard Air Line Railway 259 miles, to Charlotte, 376 
miles in all. In Corporation Commission of North Carolina 
vs. N. & W. Ry. Co., 19 I. C. C., 303 (The Traffic World, July 
16, 1910, p. 126), the class A rate of 15 cents from 
Lynchburg to Durham was found not to be unreasonable. 
Prior to June 1, 1912, the rate on cast-iron pipe from 
East Radford to Charlotte was $4 per net ton. Since 
that time it has been $3.80. Charlotte is 473 miles from 
East Radford over the route of movement. 

The rate from Anniston to Charlotte and Rock Hill 
is $4.40 per ton, or 22 cents per 100 pounds, the same 
as the rate applied on cast-iron pipe from the Birming- 
ham group and from Chattanooga to many points in the 
Carolinas. As applied from Birmingham to Columbia, 
S. C., this rate was recently before us in Southern States 
Supply Co. vs. S. Ry. Co., 31 I. C. C., 30 (The Traffic 
World, July 25, 1914, p. 173). In that case the com- 
plainant alleged that the 22-cent rate on cast-iron pipe 
from Birmingham to Columbia was unreasonable and 
unduly prejudicial to Columbia as compared with the 
rate of 15 cents per 100 pounds to south Atlantic ports 
such as Charleston and Savannah. We found that the 
rate to Columbia was not unreasonable or unduly preju- 
dicial. 

Upon all of the facts disclosed of record here we 
find that complainants have not shown that the rates 
involved are unreasonable 


Fourth Section Issues. 


The applications of the interested carriers for au- 
thority to continue lower rates from East Radford and 
Lynchburg, Va., to Atlanta than to Charlotte and for 
authority to continue lower rates on cast-iron pipe from 
Anniston, Ala., to the Virginia cities than to Charlotte, 
Rock Hill and other intermediate points were assigned 
for hearing with the complaints. 

The present rates from East Radford to Charlotte, 
Augusta and Atlanta do not violate the fourth section 
of the act. A rate of $5 per ton has been in effect from 
East Radford to Augusta since Feb. 1, 1913, over all 
lines, while the present rate to Atlanta is so restricted 
as to routes that it is not applicable by way of Charlotte. 
The present rates from Lynchburg to Charlotte and to 
Augusta do not violate the fourth section by any route 
or line here involved. The rates from Lynchburg to 
Charlotte and Atlanta, $3.60 and $3.25 per ton, respec- 
tively, violate the long-and-short-haul rule of the fourth 
section over the Southern Railway, the short and direct 
line between the points named, but not over the route 
of the Norfolk & Western Railway Co. and the Seaboard 
Air Line Railway, the other defendants named in No. 
6301, as Charlotte is not intermediate to Lynchburg and 
Atlanta over these routes. As. previously stated, the 


_lanta, Ga. 
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shipments from East Radford moved through Lynchburg, 
and all of the shipments involved in No. 6301 moved 
over the Norfolk & Western from Lynchburg to Durham 
and over the Seaboard Air Line from Durham to des- 
tination, the city of Charlotte requiring terminal deliv- 
ery by the Seaboard Air Line. 

Lynchburg is a representative point of origin for 
the routes from Virginia cities through Charlotte to At- 
Over the Southern Railway Charlotte is 207 
miles from Lynchburg, Atlanta 475 miles. From Annis- 
ton, Ala., Charlotte is intermediate to Lynchburg over 
Southern Railway through Atlanta, Ga. Lynchburg is 
579 miles from Anniston over this route, Charlotte 372 
miles. The rates applicable are $3.50 per net ton to 
Lynchburg, $4.40 to Charlotte. Rock Hill does not ap- 
pear to be intermediate to Atlanta, Ga., by any of the 
direct lines from the Virginia cities to Atlanta, nor inter- 
meuiate to the Virginia cities by any of the most direct 
lines from Anniston. It would be intermediate to Lynch- 
burg on traffic routed Southern Railway to Atlanta, 
Georgia Railroad to Augusta, and Southern Railway to 
destination. 

The following table shows the rates per net ton on 
cast-iron pipe from Lynchburg to Atlanta, Charlotte and 
representative intermediate points north of Charlotte, 
with distances over the Southern Railway route from 
Lynchburg to Atlanta: 


From Lynchburg, Va., to— Miles. Rate 
ME 5s anc DE buen scrnesseeenennb memes 114 $3.40 
BEM, DGS Bee. Ge bcdecccecdccvesbictesiccsonccaers 130 3.60 
Thomasville, Re arr rrr ys re ee 136 3.60 
IE, ES Ge. “bo 564 00:5 664 090.095 00 Se FSS ee ee BwSESS 147 3.60 
i Me ies cat sds kb ba eweeey hamhew bas pe Reels 164 3.60 
CM c65k bk ehere sae pe nestene panes «ee aan 186 3.60 
I GE, Gl |, cl cn bsesaccameteesbstiouses ness 207 3.60 
PE WE ods in che na bdee shane samcsephyen sence 475 3.25 


This table shows that the rate to an intermediate 
point 114 miles south of Lynchburg, is higher than the 
rate to Atlanta, 475 miles from Lynchburg. Taking the 
routes of the Southern Railway from Anniston to Lynch- 
burg through Charlotte and through Rock Hill, the fol- 
lowing table shows the rates per net ton to Lynchburg, 
Charlotte, Rock Hill and other intermediate points south 
of Charlotte and Rock Hill, with distances over the 
Southern Railway route from Anniston through Char- 
lotte and Lynchburg and over the route of the Southern 
Railway to Atlanta, Georgia Railroad to Augusta, and 
Southern beyond: 


From Anniston, Ala., to— Miles. Rate. 
OE TE kb 455 8:5 CHS eRe EE RES HEMET RSS* He 8eoESe 104 $1.60 
CS GE, 5. > crews bisevdeescvoucsoessucededes 118 - 4,20 
EES EE EE re ere er ee rae ey Fe 142 4.20 
EM nc epewecccsceeetsocdscaveceeddaes 203 4.20 
I TGs Oe Fi icnnsdinle hie 0100 600 040 09:6:0'0 88 ele'g sickens at 
I Ee D0 0.6 0. 9.0000 cbemc'essae sens 225 4.40 
Calhoun, Ss. Me Ute eente Uli . clad ty. oe eae rab ua 333 | 
AE AEN, 5 sak a caciceiniccne's gue kuetile 253 4.60 
Greenville, 4 Gen tical aE ah Apa allay 265 4.40 
NE 28 |g alin dsasickcees Goede sewrtecseseveres oat 
War Worent, DB. C., ImMemaive .o.wcccccccccescwese 291 4.60 
Spartanburg, og gps Me EE Same ats ee 296 4.40 
Converse, S. C., to Thicketty, S. C., inclusive... 311 4.60 
ec cecah etek 6oeSS Os am nn se cb ee eee 317 4.40 
WTS, Te Ge eee Seca tic cseccecwetdcssics 325 4,40 
EE EE ee ee ee 343} 
Bessemer City, N. C., inclusive..............+-.- 343 4.60 
INR EES a, 5 anc puleda oth sled 0 60 8 5 oo he mepbe 350 4.40 
eS = ye eer re a 356 4.60 
CO yf aa err rere re eee 360 4.60 
Chasiatte,.. WE, . Ci. occicccsc.ccccocccssescedeiscecepes 372 4.40 
DEE, WE, bb a n0s:0 000s cds besececsscescnss ees 579 3.50 
a” 6. Perret iret er ee 654 3.50 

Georgia Railroad Stations 
ee Ce . ee ere oe eee 108 2.40 
COE, GIR. on vc. covicces cb Be SERs ees cocsceroete 145 3.20 
SE ES 5 caine das Pb viens eeden sevenssdeosscadetees 185 3.73% 
Ge io i voeb ba kesiinnvn deh dandeeues 192 3.8613 
CE” ac bus @ oS 6s ae are.ae wh Fan. ae inn 199 4.00 
CL si News ciseWess 60 sabeutetdhegenecs 228 4.30 
SE WR San aah.» 02 0.5 olen dint antics Saik/bis eile 250 4.66°2 
I A toh sek oe ads ake eee 4k Se sieebs 260 4.80 
Ma Ba 6 50 boda 04 che od a Seley weed be womans bas 270 4.9315 


PE UG cepcckeer «hv enpegnstkate een hes phase 275 4.20 
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Southern Railway Stations. 





Hee, Ge SS, 5 PAS Pais eee Sosa Re tse eet 277 
AR OI ns os sn nk cikncs cteanaeed 353 f 5.20 
COREE EG Ee 00s AUF ee vas Hinds thant cbeceuceass 358 4.40 
KE, Mato he 0:5 tdi WES e bite guis dis de oO Soe. teSSEs 371) 
CORR Sty. 0, SUMEMINIWG, bo oc cb aden cd tcobecccese 4155 5.00 
COREE TG Ni rededl Sviaccécstveddreorectacukuee 423 4.40 
Lewis, §. C. 430 

Ogden, 8, C., 436 5.20 
FU Ey Se sass 05 6 0-0 tise cine whe de cad ¥boaeies 442 4.40 
Cy i mri nao am Ginn ae a aa kan 467 4.40 - 
L PONG HUN atic ch. twee s bdwac coubenesbunewes 674 3.50 
RE SE boa: viet wwcgk' nce hsdibaabioaeien <eblon 749 3.50 


This table shows that the rates to intermediate points 
comparatively short distances from Anniston are higher 
tnan the rates to Lynchburg, 579 miles from Anniston 
over the route through Charlotte and 674 miles over the 
route through Rock Hill. 

Defendants attempt to justify the maintenance of 
lower rates on cast-iron pipe from the Virginia cities to 
Atlanta than to Charlotte and from Anniston to the Vir- 
ginia cities than to Charlotte and. Rock Hill on the 
ground of commercial competition. Cast-iron pipe is made 
not only.at Anniston, but also at other points in the iron 
district of Alabama, generally referred to as the Bir- 
mingham group, and at Chattanooga and other points 
in southern Tennessee. Atlanta is 104 miles from Annis- 
ton, 137 miles from Chattanooga, and 166 miles from 
Birmingham. The rate from Anniston to Atlanta is $1.60 
per ton, as compared with $2 per ton from Chattanooga 
and the Birmingham group to Atlanta. If foundries lo- 
cated at the Virginia cities or foundries located at east- 
ern points and shipping through the Virginia gateways 
are to compete at Atlanta with pipe from Alabama and 
Tennessee. the rates from those points must not greatly 
exceed the rates just named. For many years the rate 
from Virginia cities to Atlanta has been $3.25 per net 
ton, but even with this rate Virginia foundries and east- 
ern foundries shipping through Virginia gateways have 
shipped only a small quantity of cast-iron pipe to At- 
lanta. Defendants similarly maintain a rate of $3.50 
per net ton from Anniston to enable Alabama foundries 
to compete at Virginia cities with plants located there 
and on the north Atlantic seacoast. Cast-iron pipe is 
manufactured at Camden, N. J., Reading, Pa., and other 
northern points, and the product of the plants located 
at such points can be shipped to the Virginia cities at 
lower rates than $3.50. The all-rail rate from Camden 
to Richmond and Norfolk prior to the recent 5 per cent 
increase was $2.60 per ton, while the Clyde line pub- 
lished a rate of $2.60 from Camden to Richmond. At 
least one of the northern producers of cast-iron pipe 
operates its own barge line to Norfolk. 

The record shows that cast-iron pipe is manufactured 
at Charlotte and to that extent the conditions at Char- 
lotte are somewhat analogous to the conditions that 
obtain at Lynchburg. Defendants assert that the pipe 
manufactured at Charlotte is smaller than the pipe which 
constituted the shipments from Lynchburg and Anniston 
specified in the present complaints, but the explanation 
is unconvincing. The rate of $3.25 per net ton from 
Lynchburg to Atlanta applies on cast-iron pipe, water, 
3 inches or more in diameter, and some of the pipe manu- 
factured at Charlotte is 3 inches in diameter. The rate 
ef $5.50 from Anniston, Ala, to Lynchburg applies on 
cast-iron pipe without qualification as to size except that 
different minimum weights are provided for pipe 18 
inches or more in diameter and pipe less than 18 inches 
in diameter. The rate from Anniston to Lynchburg has 


been reduced, therefore. on the same kind of pipe that 
is manufactured at Charlotte, without reduction in the 
rate to Charlotte. 
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Defendants introduced exhibits in which they com- 
pare commodity rates from Anniston to Virginia cities 
and from the Virginia cities to Atlanta with rates ap- 
plicable on cast-iron pipe from the same and other points 
for similar distances, for the most part the regular class 
or special iron rates. The comparisons show that the 
commodity rates are low. There is little doubt, more- 
over, that the rates on cast-iron pipe from Virginia cities 
and Anniston to the more distant points involved are 
lower than they might reasonably be but for the com- 
petitive conditions existing at such points. Defendants 
have not shown, however, that the higher rates to inter- 
mediate points are relatively reasonable, and upon all 
of the facts disclosed we find that defendants have not 
justified the _maintenance of higher rates from Lynch- 
burg to Charlotte and points north thereof than to At 
lanta, nor the maintenance of higher rates from Anniston 
to Charlotte and points intermediate thereto than to the 
Virginia cities. Authority to continue higher rates to these 
points than to more distant points named will, therefore, 
be denied. 

As stated above, the only route from Anniston, Ala., 
through Rock Hill to the Virginia cities is Southern Rail- 
way to Atlanta, Georgia Railroad to Augusta, and South- 
ern Railway thence to Lynchburg. By this route Rock 
Hill is 442 miles from Anniston, Charlotte 467 miles. The 
rate to both points is $4.40. This route is circuitous, and 
the carriers will be authorized to continue rates to Rock 
Hill and points intermediate thereto north of Augusta, 
Ga., higher than to the Virginia cities. 

Many other fourth section departures exist over this 
route. A rate of $5.20 applies. for example, to Hamburg, 
S. C., and Arthur, S. C., and intermediate points, while 
a rate of $4.40 applies to Columbia, 5 miles north of 
Arthur. Points north of Columbia take a rate of $5 up 
to Chester, S. C., which takes a rate of $4.40. No justi- 
fication or explanation was offered for these disparities 
in the rates, but because of the circuitous route the 
maintenance of lower rates to the Virginia cities than 
to Rock Hill and points on the Southern Railway north 
of Augusta will be permitted upon the condition that 
the rates to such points shall not be higher than the 
rates to Rock Hill. Authority to continue higher rates 
to Augusta, Ga., and points intermediate thereto than 
to Virginia cities will be denied. 

There are several other routes from the Virginia 
cities to Atlanta and to Augusta over which Charlotte 
would be an intermediate point. The carriers stated, 
however, either that the application of the rates over 
such routes would be canceled or that no traffic had 
moved over such routes and that no relief from the fourth 
section was desired. These applications, also, therefore, 
in so far as they cover rates over these routes, will be 
denied. 

Inasmuch as complainants have not shown the rates 
to be unreasonable per se, no reparation will be awarded. 

The complaints will be dismissed, and an appropriate 
fourth section order will be entered. 





ORDERS.—NO. 6301, NO. 6301 (SUB-NO. 1), NO. 6651. 
It is ordered, That the complaints in these proceed- 


ings be, and they are hereby, dismissed. 





FOURTH SECTION ORDER NO. 4918. 
It is ordered, That those portions of said applications, 
Nos. 1548, 1561 and 1573, which seek authority to con- 
tinue rates on cast-iron pipe from East Radford and 
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Lynchburg, Va., to Atlanta, Ga., lower than rates con- 


currently in effect on like traffic from the same points _ 


of origin to Charlotte, N. C., and to points intermediate 
to Charlotte, be, and the same are hereby, denied, effec- 
tive Aug. 15, 1915. 

It is further ordered, That the Southern Railway Co. 
and its interested connections as specified in said ap- 
plication No. 1548, be, and they are hereby, authorized to 
continue rates on cast-iron pipe from Anniston, Ala., to 
Virginia cities via Atlanta, Ga., Georgia Railroad, and 
augusta, Ga., lower than rates concurrently in effect on 
like traffic from Anniston, Ala., te Rock Hill, S. C., and 
points on the line of the Southern Railway Co. between 
Rock Hill and Augusta, Ga., but not including Augusta, 
provided that the rates to said points between Rock Hill, 
S. C., and Augusta, Ga., do not exceed the rates con- 
currently in effect to Rock Hill, and provided further 
that the present rates to Rock Hill and points inter- 
mediate thereto are not exceeded. 

It is further ordered, That that portion of said ap- 
plication No. 1548, which seeks authority to continue 
rates on cast-iron pipe from Anniston, Ala., to Virginia 
cities lower than rates concurrently in effect on like 
traffic from Anniston, Ala., to Augusta, Ga., and points 
intermediate thereto, be, and the same is hereby, denied, 
effective Aug. 15, 1915. 

It is further ordered, That tariffs containing rates 
revised in accordance with the provisions of this order 
shall be made effective on statutory notice. 


SPOKANE-BUTTE LUMBER RATE 


CASE NO. 6802 (34 I. C. C., 146-149) 

WILSON-LEUTHOLD LUMBER CO. ET AL. VS. CHI- 
CAGO, MILWAUKEE & ST. PAUL RAILWAY CO. 
ET AL. 


Submitted Oct. 9, 1914. Decided-May 24, 1915. 


Rate of 20c per 100 pounds for the transportation of lumber in 
carloads from Spokane, Wash., to Butte, Mont., over the 
lines of the Northern Pacific and the Chicago, Milwaukee & 
St. Paul railways, found unreasonable. Reasonable maxi- 
mum rate prescribed for the future. 


HALL, Commissioner: 

The complaint in this case was brought by the Wil- 
son-Leuthold Lumber Co., a copartnership engaged in the 
business of manufacturing and shipping lumber and other 
forest products, against the Chicago, Milwaukee & St. 
Paul Railway Co., hereinafter referred to as the Mil- 
waukee; the Northern Pacific Railway; the Great North- 
ern Railway; the Oregon-Washington Railroad & Naviga- 
tion Co.; the Idaho & Washington Northern Railroad, and 
the Butte, Anaconda & Pacific Railway, as defendants. 
It alleges that defendants’ rates for the transportation 
of lumber from Sturgeon and Laclede, Ida., and Spokane 
and Deer Park, Wash., to destinations in Montana, of 
which Butte is typical, are unreasonable and unjustly 
discriminatory, in violation of sections 1, 2, 3 and 4 of 
the act. Reparation is asked in connection with ship- 
ments made on the rates attacked. 

At the hearing the complaint was amended to include 
the Deer Park Lumber Co., a corporation, as a party 
complainant, upon representations that said company 
had succeeded to the interests of the original complain- 
ants in the lumber business at Deer Park. So far as 
the record shows, the interests of the copartnership and 
the succeeding corporation, hereinafter referred to as 
the complainants, are identical, and no attempt will be 
made herein to distinguish between them. 

Sturgeon is a local point on the Idaho & Washington 


Northern Railroad. Laclede and Deer Park are local 
points on the Great Northern Railway. Complainants 
have a mill at Sturgeon from which,.at the time of the 
hearing, shipments were still being made. The available 
timber had, however, practically been exhausted, and it 
was stated that operations there would, within a short 
time, be discontinued. 

Complainants have purchased recently a mill at Deer 
Park, and this is expected to be their principal shipping 
point in the future. They have no mill at Laclede, but 
made shipments from the Laclede mill at a time when 
they were unable to fill from their own mills a contract 
calling for delivery at certain Montana points. Com- 
plainants’ interest in the Spokane rates seems to arise 
from the fact that lumber from the Deer Park mill moving 
to Butte over routes other than that of the Great North- 
ern passes through Spokane. The rate applicable to 
such shipments is the combination on Spokane. 

The violations of the fourth section relied upon were 
not specified in the complaint, nor were they developed 
at the hearing or in the briefs. 

The following table shows rates on lumber. per 100 
pounds, at present in effect from and to the points shown, 
as well as the mileage via different routes and the earn- 
ings per ton-mile: 


~~ 

From— Tc— Via. Miles. Rate. a 4 
Deer Park to Butte...... eee 696.1 $0.28  $0.0080 
Deer Park to Butte...... eA eee 402.8 * .25 .0124 
Spokane to Butte........ i eee err 697.4 .25 .0072 
Spokane to Butte........ ky RP rer 376.3 .20 0106 
Spokane to Butte........ Cc. M4@&a hk P.. Bis .20 -0112 
Sand Point to Buttc..... ee a ee 622.4 22 .0070 
Sand Point to Butte..... | 3 ree 308.2 16 -0104 
Coeur d’Alene to Butte...S. & I. E.; G. N. 729.0 .30 .0082 
Coeur @ Alene to Butte...N. Pi ..ccccceces 370.0 -175 -0095 
Coeur d’Alene to Butte...C. M. & St. P.. 376.8 .175 .0093 
Laclede to Butte......... ie aceamswida 636.5 .25 0079 
Laclede to Butte......... SS 2 eh Aa 322.3 f .20 0124 
Sturgeon to Butte........ Il. & W.N.;G.N. 684.0 .39 0088 
Sturgeon to Butte........ I. & W.N.;N.P. 352.7 } .195 0111 
‘Rathdrum to Butte...... I. &. W.N.;G. N. 687.1 .30 0087 
Rathdrum to Butte...... I. &. W.N.; N. P. 349.6 175 0100 

La a os oo 

Rathdrum to Butte...... M. & St. P.... 374.8 .195 .0104 
Leavenworth to Butte...G. N............. 894.6 .33 .0073 
Springdale to Butte...... _ i See epee 716.2 .30 -0084 
Deer Park to Spokane...G. N..........+.. -05 .0377 


> 6.5 
Laciede to Sand Point...G. N......cccceee 4,1 
Leavenworth to Spokane.G. N............. 197.2 15 oo 
Springdale to Spokane ...G. N............. 6.6 
* Combination on Spokane. 
+ Combination on Sand Point. 
t Combination on Rathdrum. 


Complainants’ allegations, both of unreasonableness 
and of discrimination, are based upon the fact that lower 
rates apply to Butte from Cceur d’Alene, Rathdrum and 
Sand Point, Ida., than from the four points of origin 
named in the complaint. The prayer is, in effect, that 
these -points of origin be given a blanket rate of 17% 
cents to Butte via all routes. Evidence on behalf of the 
complainants would seem to indicate that the routing is 
a matter of indifference, provided the service by all lines 
is equal. The evidence in support of this prayer is con- 
fined to a comparison of distances and ton-mile earnings 
and to a showing that on lumber moving to Billings, 
Mont., and to points east thereof generally, these ship- 
ping points in Washington and Idaho are grouped for 
rate-making purposes by the various carriers serving 
them. Neither of complainants’ witnesses testified as 
to operating conditions or density of traffic. One of 


.them stated that he knew nothing about, and did not 


consider, such conditions in giving his opinion, and failed 
“to see just where operating conditions are brought into 
rate making in this case,” although he admitted “that 
there are some operating difficulties on the Great North- 
ern that do not exist on other lines.” He stated thai 
these matters, in his view, constituted a minor element. 
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From Sturgeon, Laclede and Deer Park the lowest 
rates to Butte are combinations on Rathdrum, Sand Point 
and Spokane, respectively. From any of these points 
to Butte the route embracing the Great Northern is very 
much longer than that of either of its competitors, and 
that line does not attempt to meet the rates maintained 
by the Northern Pacific or the Milwaukee. 

Complainants admit the reasonableness of the local 
rates of 2 cents, 4 cents and 5 cents between Sturgeon 
and Rathdrum, Laclede and Sand Point and Deer Park 
and Spokane, respectively. They contend, however, that 
in each instance the carrier receiving the long haul 
should absorb the local rate to the junction point. The 
carriers show that this is not customary throughout this 
territory on non-competitive traffic moving from local 
points on rates and for distances such as are here in 
question. 

Upon the record we see no ground for requiring the 
Great Northern to meet via its circuitous route the rates 
in effect over the shorter lines. Nor do we find that the 
rates to Butte from Sturgeon and Laclede have been 
shown to be unreasonable or discriminatory. 

Spokane, however, is not a local point. From this 
city to Butte the rate is 20 cents over the line of either 
the Northern Pacific or the Milwaukee. Each of these 
carriers maintains a rate of 171% cents from Cceor d’Alene 
to Butte. From that point traffic for Butte moving over 
the Milwaukee is carried west to Spear. Wash., a suburb 
of Spokane, and thence to destination. The haul exceeds 
that from Spokane over the line of the same carrier 
by some 28 miles. 

The defendants do not contend that there should be 
any difference between the rates from Spokane, Ccur 
d’Alene and Rathdrum to Butte, so far as the Northern 
Pacific and the Milwaukee are concerned, and are willing 
to apply the same rate from the three points. They do 
not concede that the Spokane rate is in ‘itself unreason- 
able, and suggest that the Commission might “make the 
basis 20 cents from Rathdrum and Cceur d’Alene, as 
well as reduce the Spokane rate to 17% cents.” This 
reasoning is not convincing. Considering all the facts 
of record, it does not appear that the rate of 17% cents 
from Rathdrum and Ceur d’Alene is unduly low or that 
it would be unremunerative if applied from Spokane. 
We are of opinion and find that the present rate of 20 
cents from Spokane to Butte is unreasonable to the 
extent that it exceeds 171% cents. An order will issue 
requiring the establishment over the lines of the North- 
ern Pacific and of the Milwaukee of a rate not in excess 
of 17% cents per 100 pounds for the transportation of 
lumber in carload lots from Spokane to Butte. 


Upon the basis of the present local of 5 cents to 
Spokane, plus the rate of 171% cents beyond, complain- 
ants will be afforded a through rate from Deer Park to 
Butte of 22% cents as against the present rate of 25 
cents. 


Upon the record in this case we are of opinion that 
no reparation should be awarded. 

An order will be entered in conformity with the fore- 
going conclusions. 


ORDER.* 


It is ordered, That defendants Chicago, Milwaukee & 
St. Paul Railway Co. and Northern Pacific Railway Co. 
be, and they are hereby, notified and required to cease 
and desist, on or before Aug. 15. 1915, and thereafter 
to abstain, from charging, demanding, collecting or re- 
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ceiving their present rate for the transportation of lum- 
ber in carloads from Spokane, Wash., to Butte, Mont., 
which said rate has been found in said report to be un- 
reasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before Aug. 15, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of lumber in carloads from Spokane, Wash., to 
Butte, Mont., a rate not in excess of 17% cents per 100 
pounds, which said rate has been found in said report 
to be reasonable. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


BOAT LINE CONTROL 


CASE NO 6616 (34 I. C. C., 212-213) 

APPLICATION OF THE ERIE RAILROAD COMPANY, 
UNDER THE PROVISIONS OF SECTION 5 OF 
THE ACT TO REGULATE COMMERCE AS 
AMENDED BY THE PANAMA CANAL ACT, SEEK- 
ING AUTHORITY FOR THE CONTINUANCE OF 
ITS INTEREST IN AND OPERATION OF THE 
LAKE KEUKA NAVIGATION COMPANY. 


Submitted Aug. 1, 1914. Decided May 29, 1915. 


Upon application of the Erie R.-R. Co. under the provisions of 
section 5 of the Act to regulate commerce, as amended by 
the Panama Canal act, for authority to continue its interest 
in and operation of the Lake Keuka Navigation Co.; Held, 
That said petitioner does not compete for traffic with the 
said Lake Keuka Navigation Co. within the meaning of 
the act, 


McCHORD, Chairman: 

This report involves only so much of the Erie Rail- 
road Company’s application, filed under the provisions of 
section 5 of the Act to regulate commerce, as amended by 
the Panama Canal Act, as relates to its interest in and 
operation of the Lake Keuka Navigation Company, here- 
inafter referred to as the navigation company. 


The Erie Railroad Company operates as owner and 
lessee a line of railroad extending from Jersey City, N. J., 
through the states of New Jersey, New York, Pennsylvania 
and Ohio to Marion, Ohio. It owns the capital stock of 
the Erie Land & Improvement Company, which company 
in turn owns the capital stock of the Southern Tier De- 
velopment Company, which company in turn owns the 
capital stock of the Lake Keuka Navigation Company. 


The Lake Keuka Navigation Company owns and ope- 
rates four boats serving the ports located on Lake Keuka, 
in the state of New York, which connect at Hammonds- 
port with the Bath & Hammondsport Railroad, a subsidiary 
of the petitioner herein, and at Penn Yan with the north- 
ern central division of the Pennsylvania Railroad and 
with the New York Central Railroad. 


It appears that the navigation company furnishes the 
only means of transportation for the people living in the 
territory served. The approximate distance between the 
main ports served by the navigation company’s boats, 
namely, Hammondsport and Penn Yan, is 22 miles. From 


- Keuka College to Penn Yan, a distance of about three 


miles, a trolley line is operated. 

The territory around Lake Keuka is a grape-producing 
region, some 18,000 acres of land being in cultivation as 
vineyards. The chief traffic moving from the territory is 
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grapes and wine, while inbound, the traffic consists mostly 
of vineyard supplies. 

It does not appear that the rails of the petitioner, or 
any of its subsidiaries, serve the ports located on Lake 
Keuka in common with its said boats, nor does the peti- 
tioner join in through rates .with other carriers reaching 
said ports. 

From a consideration of all the conditions and cir- 
cumstances here presented, the Commission is of opinion 
and finds that the petitioner does not compete for traffic 
with the boats which it owns and operates on Lake Keuka, 
N. Y., within the meaning of the Act, and that the exist- 
ing service is not in violation of section 5 of the Act to 
regulate commerce, as amended by the Panama Canal Act. 


RATES ON HAY TO CHICAGO 


1. AND S. NO. 497 (34 I. C. C., 150-153) 


Submitted Jan. 16, 1915. Decided May 24, 1915. 
Supplements to the Lowrey tariff governing switching in the 


Chicago, Ill., switching district, by which the Wabash Rail- 

road Company proposes to discontinue its absorption of 

switching charges in that district on hay in carloads, al- 

lowed to become effective. Orders of suspension vacated. 
HALL, Commissioner: 

The tariffs under suspension in this proceeding are 
supplements to what is known as the Lowrey tariff and 
were filed by respondent, the Wabash Railroad Co., here- 
inafter called the Wabash, to become effective July 26, 
1914, and they were suspended until May 23, 1915, upon 
protests by the Board of Trade of the City of Chicago 
and Albert Miller & Co. of Chicago. 

The Wabash proposes in these supplements to ex- 
cept hay hauled over its line to Chicago from the appli- 
cation of the Lowrey tariff. The history of that tariff 
is given in Advances on Coal Within Chicago Switching 
District, 27 I. C. C., 71 (The Traffic World, June 7, 1913, 
p. 1202). Under it the Wabash now absorbs the charges 
of other carriers for switching hay in carloads from its 
own rails to points of delivery within the Chicago switch- 
ing district on the rails of those carriers. Under the 
proposed supplement such switching charges would be 
paid by the shipper in addition to the line-haul rate. 

The Lowrey tariff embodies an agreement between 
some 37 issuing and participating carriers under which 
they switch carload traffic, with some exceptions, to and 
from team tracks, industrial plants, warehouses, elevators 
and other points of destination or origin within the Chi- 
cago switching district therein described upon the line- 
haul rate to Chicago, unless that rate aggregates less than 
$15 for the carload, in which case the carrier receiving 
the line haul into or out of the switching district absorbs 
only so much of the switching charge of its connecting 
carrier as will leave it the same earning for that car as 
if it had received $15 for the line haul and paid the en-- 
tire switching charge. More than 2,000 places in the 
Chicago switching district are designated by the carriers 
as points of origin and destination subject to the terms 
of this tariff. 

From the inception of the agreement each issuing 
carrier has excepted designated commodities. Without 
enumerating these, it is sufficient to say that at the pres- 
ent time the exceptions made by the various carriers 
range from 2 to 16. The Wabash maintains 4, viz., coal, 
coke, grain and live stock, and now proposes to add hay 
as a fifth. 

It alleges that the suspended supplements were filed 
on account of the necessity of conserving its revenues, 
and contends that the absorption by it of these switching 


Vol. XV, No. 24 


charges on hay renders its transportation of that com- 
modity to Chicago unremunerative. In support of this 
position it introduced, and relies almost entirely upon, an 
exhibit setting forth data concerning all carload ship- 
ments of hay transported over its line to Chicago and 
delivered to points on the rails of other carriers within 
the Chicago switching district during September and Octo- 
ber, 1912, September and October, 1913, and August, 1914. 
The compilation was made from the original waybills. 

The shipments in question, 77 in number, originated 
at points in Missouri, Kansas, Oklahoma, Indiana and 
Ohio. The hauls averaged 267.6 miles, the rates ranged 
from 8 to 26 cents per 100 pounds, and the average load- 
ing was about 25,000 pounds. The total revenue received 
was $2,190.93, averaging $28.45 per car, and the total ab- 
sorption paid was $676.90, averaging $8.79 per car, or 
about 31 per cent, leaving an average balance of $19.66 
per car, which would yield average ton-mile earnings of 
5.9 mills and car-mile earnings of 6.8 cents for the line 
haul. About 50 per cent of all hay transported to Chi- 
cago by the Wabash is there switched to points of de- 
livery on the rails of other carriers. 

Hay is shipped to Chicago by the producers or coun- 
try dealers and is there sold through the medium of com- 
mission merchants, who receive as compensation a com- 
mission of 75 cents a ton, with minimum $7.50 per car. 
The shippers pay freight charges and all terminal charges 
not absorbed by the carriers. 

The protestants represent the commission merchants 
and, through them, the shippers. Hay is delivered from 
the team tracks of the Wabash at two points only in the 
switching district. These are somewhat inaccessible, and 
consequently are not much frequented by purchasers of 
hay. For this reason it is difficult to sell hay from the 
team tracks of the Wabash in competition with that sold 
at points of delivery on other railroads, and hay sold at 
these points on the Wabash, ordinarily brings from 50 
cents to $1 less per ton than that sold at downtown team 
tracks on other lines. The commission merchants testify 
that, under the proposed supplements, shippers at points 
of origin on the Wabash will be at a disadvantage as 
compared with shippers on other lines in marketing their 
hay in Chicago and will seek other markets, such as St. 
Louis, Detroit and Cleveland. 

Protestants’ evidence consisted principally of six ex- 
hibits showing comparative ratings and minimum weights 
on hay and many other articles in the Official Classifi- 
cation. and comparative rates, distances and revenue ‘rom 
transportation of hay and other commodities to Chicago 
and to other destinations from various points of origin. 
These tend to show that the ton-mile and car-mile earn- 
ings realized on hay by the Wabash are considerable in 
comparison with those realized by it on other commodities 
which it does not propose to except from the Lowrey 
tariff. 

The Lowrey tariff arose as a voluntary agreement 
between the carriers. It was not originated by operation 
of law, nor was it the result of any form of adjudication 
or of any order of the Commission, or of any other agency 
of the government. 

In Manufacturers Railway Co. vs. St. L., I. M. & S. 
Ry. Co., 28 I. C. C., 93 (The Traffic World, Aug. 9, 1913, 
p. 301), the Commission, at pages 101 and 103, pointed 
out the well-defined distinction between an absorption 
which may be made by a trunk-line carrier voluntarily 
and the division of a joint through rate which, in an ap- 
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propriate proceeding, may be prescribed by the Commis- 
sion. 


While the trunk line may thus make such absorptions vol- 
untarily, we have not had cited to us and are not ourselves 
familiar with any principle of law under which the Commis- 
sion could compel the trunk line thus to bear not only the ex- 
pense of the service of a connecting terminal line, but the 
reasonable profit in addition, which presumably will be included 
in the termina! carrier’s rate. * * * We are not to be under- 
stood as saying that when carriers in the through route under 
their tariffs absorb the switching charge of a terminal line, 
the resulting rates are not to all intents and purposes and, in 
fact, joint rates so far as concerns the shipping pubiic. What 
we do say is that while the trunk lines may thus voluntarily 
establish such rates on that basis, we would not be justified in 
requiring them to do so. 


The burden of proof of the reasonableness of rates 
increased after Jan. 1, 1910, is upon the carriers, both 
as to the total or through charges and the separately 
established or separately stated charges which make up 
the total. People’s Fuel & Supply Co. vs. G. T. W. Ry. 
Co., 27 I. C. C., 24 (The Traffic World, May 24, 1913, p. 
1120); Newport Mining Co. case, 33 I. C. C., 645 (The 
Traffic World, May 22, 1915, p. 1108). And it is as much 
an increase of rate to give less service for the same 
amount as to charge a greater amount for the same serv- 
ice. Washington, D. C., Store-Door Delivery, 27 I. C. C., 
347 (The Traffic World, July 5, 1913, p. 13); Transit 
Regulations on Grain and Dried Beans, 32 I. C. C., 38 
(The Traffic World, Dec. 19, 1914, p. 1112). 

In Board of Trade of Chicago vs. A., T. & S. F. Ry. 
Co., 29 I. C. C., 438, it was held that the failure of five 
carriers to absorb the switching charges on grain de- 
livered to Chicago industries off their lines, while absorb- 
ing such charges in the cases of other commodities, did 
not constitute unlawful discrimination. The proposed 
cancellation of absorption of switching charges on sand 
and gravel from points in Wisconsin and Illinois to Chi- 
cago, Ill., and points in Indiana within the Chicago switch- 
ing district was found to be justified in Gravel and Sand 
Switching Charges at Chicago, 32 I. C. C., 291 (The Traf- 
fic World, Dec. 26, 1914, p. 1176). The Commission said, 
page 296: 


The fact that the Chicago & North Western Railway Com- 
pany has in the past voluntarily absorbed the intermediate 
switching charge does not, standing alone and unsupported by 
evidence to show that the increase resulting from the cancella- 
tion of this absorption is unreasonable or discriminatory, afford 
a sound basis upon which the Commission may require the con- 
tinuance of such practice. Kansas City & Memphis Railway 
Co. Rate Cancellation, 28 I. C. C., 640. 


Upon the whole proof presented, the respondent has 
justified the cancellation of the absorption of switching 
charges proposed by the suspended supplements. The 
orders of suspension will accordingly be vacated. 





ORDER. 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the op- 
eration of said schedules be, and they are hereby, vacated 
and set aside. 

It is further ordered, That a copy hereof be forthwith 
served upon L. A. Lowrey, agent, and upon the carriers 
respondents herein, parties to said schedules, and that 
a copy, hereof be filed with said schedules in the office 
of the Commission. 


BOAT LINE CONTROL 


CASE NO. 6591 (34 I. C. C., 174-178) 


APPLICATION OF THE SOUTHERN PACIFIC CO. _. 
AND THE CENTRAL PACIFIC RAILWAY CO., 
UNDER THE PROVISIONS OF SECTION 5 OF 
THE ACT TO REGULATE COMMERCE AS 
AMENDED BY THE PANAMA CANAL ACT, IN 
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CONNECTION WITH THE. OPERATION OF A 
BOAT LINE ON THE SACRAMENTO RIVER AND 
CONNECTING WATERS. 


Submitted Nov. 7, 1914. Decided May 25, 1915. 


Upon application of the Southern Pacific Company and the 
Central Pacific Railway Company, under the provisions of 
Section 5 of the Act to regulate commerce as amended by 
the Panama Canal Act, for an extension of time beyond 
July 1, 1914, during which petitioner may continue to op- 
a boats on the Sacramento River and connecting waters; 

eld: 

1. Southern Pacific does compete with its boat line on the 
Sacramento.—That the Southern Pacific Company does com- 
pete for traffic with its boat line in its operation on the 
Sacramento River and connecting waters within the mean- 
ing of the Act. 

2. Qperation is in the interest of the public.—That the opera- 
tion of the boat line is in the interest of the public and of 
advantage to the convenience and commerce of the people; 
that its continued operation by petitioner will neither ex- 
clude, prevent, nor reduce competition on the route by 
water, and that the application should be granted. 

3. Tariffs of boat line must be published.—That the rates, fares, 
schedules, and regulations of the boat line on the Sacra- 
mento River and connecting waters, governing traffic sub- 
ject to the Act, moved by it in its operations considered 
herein must be filed with the Commission and posted as 
required by the Act and the rules and regulations of the 
Commission. 


CLARK, Commissioner: 

This is an application, filed Feb. 14, 1914, by the 
Southern Pacific Co. and the Central Pacific Railway 
Co., under section 5 of the Act to regulate commerce 
as amended by the Panama Canal Act, in which author- 
ity is sought to continue the operation beyond July 1, 
1914, of a line of steamers on the Sacramento River 
and connecting waters. 

The Southern Pacific Co., hereinafter referred to as 
petitioner, a Kentucky corporation, controls and operates 
a system of railroads, including lines in the state of 
California. The Central Pacific Railway Co., an Iadho 
corporation, owns railroad lines which are under lease 
to petitioner. 7 

Petitioner owns a majority of the stock of the Cen- 
tral Pacific Railway Co., which owns six steamboats, 
hereinafter referred to as the boat line, which are 
leased to and operated by petitioner between San Fran- 
cisco and Sacramento, Cal., on the Sacramento River 
and connecting waters. 

The issues presented are: Do or may petitioner’s 
rail lines compete for traffic with the boat line, and, if 
so, will the continued operation of the boats. by peti- 
tioner be in the interest of the public and of advantage 
to the convenience and commerce of the people and 
neither exclude, prevent nor reduce competition on the 
route by water? 

Petitioner operates railroad lines between Sacra- 
mento and San Francisco. It also operates a branch 
line from Sacramento to Walnut Grove, Cal., a point on 
the river 42 miles from Sacramento. This branch also 
reaches Hood, Cal., another point on the river. Both 
petitioner and the boat line serve the four points above 
mentioned, participating in both passenger and freight 
traffic. To some extent the boat line participates with 
the rail line in through carriage to and from points 
beyond Sacramento. Petitioner has on file with us pas- 
senger tariffs which afford optional routes via the steam- 
ers or the railroad between Sacramento and San Fran- 
cisco. Petitioner admits that its rail line competes 
with the boat line between the points above referred to. 
We find, therefore, that petitioner, through its owner- 
ship in the Central Pacific Railway, does compete with 
the boat line within the meaning of the act. 

We come now to consider whether or not the con- 
tinued operation of the boat line by petitioner will be 
in the interest of the public and of advantage to the 
convenience and commerce of the people, and will 
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neither exclude, prevent nor reduce competition on the 
route by water. 

For the purposes of this case the river and the 
Sacramento Valley may be divided as above and below 
Sacramento. The boat line operates only below Sacra- 
mento. This part of the valley is highly productive 
and is devoted largely to the growing of vegetables and 
deciduous fruits, which are produced in great quanti- 
ties and marketed extensively in the East. This pro- 
ductive area is a narrow strip lying on both sides of 
the river between Clarksburg and Rio Vista, Cal., 55 
miles from Sacramento. The boats engage principally 
in the handling of freight and passengers from and to 
this fruit and vegetable belt, which, owing to topo- 
graphical conditions, is, except to a very limited extent, 
inaccessible to any railroad line and is dependent almost 
entirely upon river service. 

The six steamboats in question are the Apache, 
Modoc, Navajo, Fruto, Cherokee and Iroquois. The Iro- 
quois operates exclusively between a junction with the 
rail lines of petitioner and the navy yard at Mare 
Island in the carriage of government freight, being 
merely an extension of the rail line, performing no serv- 
ice which the rail line could perform, and so bound by 
contract with the government that permission from the 
government is required before it can be assigned even 
temporarily to any other service. The Apache and 
Modoc together furnish a daily service, except Sundays, 
between San Francisco and Sacramento, leaving at noon 
and arriving early the next morning, handling passengers 
and freight between the termini and making all regular 
intermediate landings, of which there are 10, and in 
addition stopping at such of the 130 bank landings be- 
tween Rio Vista and Clarksburg as may be necessary to 
receive or discharge freight or passengers. The Navajo 
is a fast passenger steamship, also carrying freight, 
leaving San Francisco every morning and Sacramento 
every night. The service by this boat from Sacramento 
is popular, as it enables a traveler to be in San Fran- 
cisco in the morning for business. It also appears that 
the operation of the boat is of convenience to Sacra- 
mento shippers who desire a dependable service to San 
Francisco in connection with further transportation be- 
yond, particularly by ocean steamer, and to farmers and 
growers north of Sacramento who desire a dependable 
arrival in San Francisco in time for market, as there 
is no delay in terminal yards through which a car han- 
dled by rail must pass, or in crossing the bay. 

The Cherokee and Fruio are engaged exclusively in 
a special service during the fruit season, which extends 
from June to September. Out of the narrow strip on 
each side of the river above referred to 1,800 cars of 
deciduous fruit were shipped in 1913 to the East, of 
which but 115 were. shipped from Walnut Grove and 
Hood combined. Just before the beginning of the fruit 
season the Fruto distributes box shooks from Sacra- 
mento to the bank landings along the river and along 
Steamboat slough, an arm of the river which connects 
with the river at both ends, leaving an island upon 
which a considerable portion of the fruit district is lo- 
cated. As the crops mature this boat performs a daily 
pick-up service along the river and Steamboat slough, 

stopping at each bank landing where any fruit is brought 
and running on a schedule so arranged as to reach 
Sacramento early in the morning. As the season ad- 


vances and shipments become too heavy for one boat to 
handle, the Cherokee is put in service, and the two 
boats perform a daily pick-up service, one picking up 





shipments below Steamboat slough and the other on 
Steamboat slough and that part of the river above its 
mouth. The schedule is so arranged that each boat 
leaves the lower end of its district shortly after noon, 
so that all the fruit may arrive at Sacramento at the 
same time in the morning. 

The fruit is shipped to Sacramento under local 
charges, consigned to various shipping firms, and is 
there distributed through the medium of distributing 
organizations. It moves from Sacramento to eastern 
markets on new bills of lading, and there are no restric- 
tions with respect to the outbound routing of shipments 
brought in by the boat line. 

At San Francisco carload freight is received from 
and delivered to any steamship or railroad company 
without extra charge, irrespective of whether it orig- 
inates on or is destined to points on petitioner’s line. 
Less-than-carload freight is handled over the steamship 
docks at San Francisco. Transfer to or from rail lines 
is at the expense of the shipper or the rail line, whether 
the rail line is the Southern Pacific or some other. 

A report of the chief of engineers of the United 
States Army for the fiscal year ended June 30, 1913, 
shows that there were 149 craft of various kinds oper- 
ating on the Sacramento River exclusively, and 167 
operating in part on the Sacramento River and partly 
on other rivers, making a total of 316 boats on the 
Sacramento River, of which petitioner operates 6. The 
same report shows that for the year ended Dec. 31, 1912, 
202,015 passengers were carried by reporting lines, of 
which petitioner’s boats carried 117,000. During the 
calendar year ended Dec. 31, 1913, petitioner’s boats 
carried 81,421 passengers. The tonnage carried by the 
four principal transportation companies on the Sacra- 
mento River for 1912 was 477,292 tons, of which peti- 
tioner’s boats carried 109,097 tons, or a little less than 
one-fourth. 

There are several regular boat lines, also several 
irregular lines, in competition with that operated by 
petitioner. The uncontradicted testimony of witnesses 
for petitioner and for shippers is that the service of 
petitioner’s boat line is most dependable; that it is 
operated in the interest of the public, and is of advan- 
tage to the convenience and commerce of the people, 
and that its continued operation will neither exclude. 
prevent nor reduce competition on the route by water. 

~The boat line has been operated for more than 30 
years. In so far as local traffic in California is con- 
cerned, its rates are subject to the jurisdiction of the 
California commission. The service of the steamers is 
largely local. Under the California statute only regular 
lines are required to file their rates with the commis- 
sion. 

No one appeared in opposition. to the continued 
operation by petitioner of the boat line in question. The 
San Francisco Chamber of Commerce appeared, by its 
attorney, not in opposition to the petition, but with the 
idea, as far as possible, of eliciting facts for the infor- 
mation of the Commission and in support of the general 
policy of the chamber of commerce in accordance with 
the act of Congress that railroads should not own com- 
peting water lines. The Merchants’ and Manufacturers’ 
Traffic Association of Sacramento, by its manager, ap- 
peared in support of the petition. The Oakland Cham- 
ber of Commerce also appeared, but offered no testi- 
mony. 

Upon consideration of all the facts of record, we 
are of opinion, and find, that the continued operation by 
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petitioner of the boat line will be in the interest of the 
public and of advantage to the convenience and com- 
merce of the people, and will neither exclude, prevent 
nor reduce competition on the route by water on the 
Sacramento River and connecting waters. Petitioner’s 
application to continue such operation will be granted, 
subject to such further order or orders as may here- 
after be entered by the Commission. 

All the rates, fares, schedules and regulations applic- 
able to the transportation by petitioner’s boats on the 
Sacramento River and connecting waters of traffic sub- 
ject to the act moved by it in its operations considered 
herein must be filed with the Commission and posted, 
as required by the Act to regulate commerce and the 
rules and regulations of the Commission, effective on or 
before Aug. 1, 1915. 

An appropriate order will be entered. 





ORDER. 

It is ordered, That the application of the Southern 
Pacific Co. for an extension of time beyond July 1, 1914, 
within which it may continue the operation on the 
Sacramento River and connecting waters of steamboats 
referred to therein be, and it is hereby, granted, subject 
to such further order or orders as may hereafter be 
entered by the Commission. 

It is further ordered, That the rates, fares, sched- 
ules and regulations applicable to the transportation by 
said boats on the Sacramento River and connecting 
waters of shipments subject to the act moved by peti- 
tioner, Southern Pacific Co., must be filed with the 
Commission and posted, as required by the act and the 
rules and regulations of the Commission, effective on or 
before Aug. 1, 1915. 


NEW DECISIONS 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OQ. 

The Commission, on June 10, announced what it is 
believed will be generally accepted as one of the most 
important decisions ever handed down. In the com- 
plaints of the Pennsylvania Paraffine Works, situated at 
Titusville, and the Crew-Levick Co., with a refinery at 
Warren, Pa., against the Pennsylvania Railroad Co., it 
held that that carrier must furnish tank cars for the 
transportation of the products of those plants. 

This was done on the theory that the shipment of 
petroleum products in tank cars does not call for such 
technical knowledge as would render unreasonable the 
request of the complainants that the Pennsylvania fur- 
nish such cars. The decision says that the request of 
a shipper for cars especially suited to the transporta- 
tion of his products would not be reasonable if the 
cars had to be prepared in a manner which is peculiarly 
Within the technical knowledge of men connected with 
the industry, or if the movement of. the commodity is a 
dangerous operation, which could be safely performed 
Only by men engaged in its production. 

By way of answer to a suggestion that the railroad 
company could not know the quantity of the equipment 
that might be required by the complaining refiners of 
petroleum, the decision says that one of the tests to 
be relied upon in determining the reasonableness of the 
Shipper’s request is the volume of his shipments in the 
past, “due allowance being made for the growth of his 
business.” 

Another point decided is that the Commission has 
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power to require carriers to furnish all necessary equip- 
ment, both ordinary and special, upon reasonable re- 
quest; that the question as to what constitutes a rea- 
sonably adequate car supply is an administrative one, 
of which the Interstate Commerce Commission alone 
can take original jurisdiction. 


Another important point decided is economy. The 
holding is that, from the standpoint of economy to the 
shipper, to the consumer and the railroad, tank cars 
are the only proper cars to use in the shipment of 
petroleum. That part of the decision is the answer of 
the Commission to the Pennsylvania’s suggestion, by 
way of answer to a request for tank cars, that it stood 
ready to transport the products of the complainants 
when they had placed the products in barrels, and that 
the rates on such shipments were reasonable, just and 
non-discriminatory—that is to say, lawful and all that 
could be required under the Act to regulate commerce. 

The opinion was written by Commissioner Meyer, 
Commissioners Clark and Harlan. The former takes 
the position that the first section of the Act to regu- 
late commerce, upon which the Meyer opinion rests, 
intended to declare the common law duty of carriers to 
furnish equipment, and not to vest in the Commission 
the administrative authority to decide what kinds of 
equipment and the quantity of each kind a given car- 
rier or carriers shall furnish. 


The facts are that the complainants owned some 
tank cars, but not enough to accommodate their grow- 
ing business. They called upon the Pennsylvania to 
furnish more. It declined, saying it was not prepared 
to increase its tank-car equipment. It also declined to 
distribute the tank cars, chiefly owned by refining com- 
panies, pro rata, among all the refiners. 


The Commission holds that all cars used by them, 
whether owned by them or leased from private car lines 
or from shippers, must be distributed among all the 
shippers without discrimination. That means that all 
the petroleum tank cars employed by the Pennsylvania, 
whether owned by the Standard Oil Co. or by its com- 
petitors, must be thrown into one pot and distributed 
pro rata according to the needs of each. If there are 
not enough to meet the maximum demand, all must 
suffer in the proportion that the whole number of cars 
is to the total demand. 


With regard to the economy side of the question, 
the Commission quotes the language of the Supreme 
Court in the Arlington Heights (citrus fruits) case, in 
which it said: “Neither party has a right to insist 
upon a wasteful or expensive service for which the 
consumer must ultimately pay. The interest of the 
public is to be considered as well as that of the ship- 
pers and carriers.” 


The decision does not necessarily mean that the 
Pennsylvania ar any other company must buy tank cars. 
The opinion specifically says that the suggestion of the 
Pennsylvania’s brief that perhaps the solution of the 
whole matter is to have the cars furnished by private 
car line companies is a solution of which the carriers 
may avail themselves. Their duty, as the Commission 
sees it, is to provide an adequate number of tank cars, 
and it is nobody’s concern how they do it, just so there 
is no violation of other sections of the law, as, for 
instance, the giving of a rebate to a shipper who owns 
private cars, so-called, under pretense of paying rent 
for such cars. 

The Erie is permitted to retain its barges and tugs 
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operating on the Chicago River, by which it reaches 
industries not on its rails. ‘The Oregon-Washington 
Railroad is allowed to retain its San Francisco-Portland 
steamship line, notwithstanding competition features. 
The decisions were given out June 11. 


NASHVILLE RESHIPPING CASE 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
Another move to untangle the skein of the Nashville 


reshipping rate case, which has been pending since 1908, 
was begun in the presence of Commissioners Clements 
and Hall, June 10, the idea being to hold hearings and 
arguments on that and the succeeding day, if necessary. 
The official title of the case is W. S. Duncan et al. vs. 
Nashville, Chattanooga & St. Louis et al. It has been 
through the United States Supreme Court. The case is 
a complaint by hay and grain dealers at Atlanta, Macon, 
Valdosta, Columbus, Cordele, Albany, Montezuma, Rome 
and Athens, Ga., against the privilege extended to their 
competitors at Nashville to ship grain into that point, 
treat it, and then send on the products at the balance 
of the through rate from point of origin to final destina- 
tion. 

In 1909 the Commission decided that that privilege 
was wrong in substance and principle and ordered the 
carriers to quit discriminating. Pending the decision in 
the Supreme Court of the Diffenbaugh elevation allowance 
case, the effective date of the order was held up and 
finally indefinitely postponed. When the Diffenbaugh case 
had been decided against the Commission, the latter issued 
an order directing the carriers to show cause why the 
original order in the Duncan case should not be modified 
so as to order the carriers to cease “discriminating against 
the Georgia cities upon the ground that such discrimina- 
tion is undue, unreasonable and unlawful.” 

June 11, 1911, the Commission issued an order de- 
claring the discrimination to be of the character indi- 
cated in the preceding paragraph, and directed them 
either to withdraw the reshipping privilege at Nashville 
or extend it to the Georgia points. 





On that the carriers went to the Supreme Court and - 


that body sustained the Commission’s order, but on the 
ground that it was a violation of the fourth section for 
the carriers to do that, although the Commission in its 
decision had never mentioned the fourth section. 

W. A. Wimbish represented the complaining Georgia 
cities; Perkins Baxter, the interveners, the Nashville 
grain shippers, and M. P. Calloway, N. W. Proctor and 
W. A. Colston, the railroads. 

F. E. Gillett, for eighteen years a grain dealer at 
Nashville, part of the time in charge of public elevators, 
was the first witness. He described Nashville as a pri- 
mary market and its relation to Memphis and Ohio River 
crossings, its situation as a competitor in the markets of 
the North and middle West, of Norfolk, Baltimore and 
the Southeast. 

The number of elevators, he said, has decreased ma- 
terially in the last six years, the invested capital at the 
present time being $1,087,000, against $1,227,000 in 1908, 
when the complaint was filed alleging that the dealers at 
Nashville were being preferred over those of the Georgia 
cities. River transportation, he said, had reduced rates 
on grain to Nashville. It was brought out that within 
the last ninety days additional river transportation has 
been provided by the Arrow Transportation Co., the pub- 
_lished tariffs of which, effective May 25, are on file with 
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the Commission. They quote a rate of 5.4 cents, Cairo to 
Nashville, the balance of the rate to consuming centers 
in the Southeast being 19 cents, making a through rail- 
and-water rate of 24.4 cents, compared with the present 
all-rail rate of 26 cents. It also developed during the 
hearing that the Arrow company is performing the han- 
dling necessary to transfer the grain to the cars at Nash- 
ville, free of cost, as against a charge of one cent by the 
railroads. 

W. R. Tate, also a Nashville grain dealer, corroborated 
all that Mr. Gillett had said, the object being to show that 
the river competition makes it necessary for the railroads 
to maintain reshipping rates at Nashville if they want 
to retain any of the business. Under questioning by Com- 
missioner Clements, it developed that the evidence sub- 
mitted had been by pre-arranged questions and answers 
in printed form, except as to the interpolated statements 
brought out on cross-examination. 

In support of this practice, M. P. Calloway said that 


it had been sanctioned at Louisville. Commissioner | 


Clements’s idea seemed to be that, while evidence prepared 
in that way is permissible when it is a matter of statistics 
and reference, the practice is not to be encouraged. It 
also developed that all the testimony had been given 
under the supposition that the reshipping privilege is to 
be denied at Nashville, for which supposition Commis- 
sioner Clements stated there is no ground; that what the 
Commission had said was that discrimination must cease, 
whether by withdrawal of the privilege at Nashville or 
the extension to other points, as the railroads decided. 


FEBRUARY EXPRESS FIGURES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A summary of the results of operation of the express 
companies in February shows the following: 

The deficit of the Adams decreased from $258,268 to 
$115,207. The deficit of the American decreased from 
$440,167 to $212,555; that of the Canadian from $31,159 
to $22,877; that of the Globe from $8,763 to $4,777; that 
of the Great Northern from $36,928 to $6,996; that of 
the Northern increased from $9,401 to $11,946. 

The operating income of the Southern increased from 
$130 to $23,902. That company had no deficit and is the 
only one in the country that was in that condition in 
February of both 1914 and 1915. 

The deficit of Wells Fargo & Co. decreased from 
$141,921 to $53,666; that of the Western from $13,064 to 
$10,443. 

The deficit of all the companies decreased from $1,- 
106,054 to $414,569. 

For the eight months ending with February the de- 
ficit of the Adams increased from $451,436 to $1,001,916; 
that of the American decreased from $479,570 to $418,448. 
The Canadian fell from an income of $28,238 to a deficit 


of $8,825. The Globe went from a deficit of $13,371 to an 


income of $4,700. The income of the Great Northern fell 
from $139,042 to $106,040. The income of the Northern 
declined from $193,221 to $11,929; that of the Southern 
from $580,641 to $300,005; that of Wells Fargo from $734,- 
169 to $356,702. The deficit of the Western increased from 
$29,150 to $45,920. 

The consolidated income account of all the companies 
shows that while they had an operating income in the 
eight months ending with Fébruary, 1914, amounting to 
$597,402, for the corresponding eight months in the follow- 
ing year they achieved a deficit of $596,301. 
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S. Supreme Court 


Commission Upheld in Nashville Switching Case and L. & N. Coal Rate Case—South Carolina 


No. 673.—October Term, 1914. 

Louisville & Nashville Railroad 
Co. and Nashville, Chattanooga trict Court of the 
& St. Louis Co., appellants, vs. United States for 
the United States, Interstate the Middle Dis- 
Commerce Commission, City of 
Nashville et al. 


Appeal from the Dis- 


trict of Tennessee. 


[June 1, 1915.] 
Mr. Justice Lamar delivered the opinion of the court. 

The Traffic Bureau of Nashville instituted proceed- 
ings before the Commerce Commission against the Louis- 
ville & Nashville, Nashville, Chattanooga & St. Louis. 
Tennessee Central, Illinois Central Railroad companies 
and the Nashville Terminal Co., seeking (1) a reduction 
of the $1 rate on coal and (2) to require a discontinuance 
of what was alleged to be a discriminatory switching 
practice in the yard at Nashville. After an elaborate 
hearing, in which volumes of testimony were taken, the 
Commission found that the $1 coal rate was unreasonable, 
and established an 80-cent rate. It also passed an order 
requiring the railroad companies to discontinue the dis- 
crimination in furnishing *switchng facilities. Thereupon 
the two railroad companies, first named, appellants herein, 
filed a bill in the District Court for the Middle District 
of Tennessee against the United States, the Commerce 
Commission and others attacking the validity of these 
two orders. The application for a temporary injunction 
having been denied, the case was appealed to this court. 

1. On the argument here the appellants insisted that 
under the decisions in Florida East Coast Railway vs. 
United States, 234 U. S. 167; I. C. C. vs. Union Pacific, 
222 U. S. 541; I. C. C. vs. Louisville & Nashville, 227 
U. S. 88, this court will determine whether the facts 
found do, as a matter of law, support the order of the 
Commission. The government, on the other hand, con- 
tended that the case should be disposed of in conformity 
with the principle that an appellate court will not inter- 
fere with the decision of a chancellor, refusing to grant 
an interlocutory injunction, unless it clearly appears that 
there has been an abuse of discretion. There can, of 
course, be no doubt that such is the general rule. But 
where the order of the Commission operates to reduce 
revenue, it is manifest that the chancellor’s discretion 
should be influenced by the fact that, though the appli- 
cation is for an interlocutory injunction, the decision 
thereon may, in many respects, be the equivalent of a 
final decree. On such a hearing the court should, there- 
fore, consider that fact with all others, and grant the 
injunction, grant it on terms, or refuse it as the equity 
of the case may warrant. 

It was no doubt because of the limited time in which 
orders of the Commission would be operative and that 
there might be cases in which irreparable injury would 
result if an interlocutory injunction was not granted, that 
Congress, by the act of Oct. 22, 1913 (—Stat. 220) pro- 
vided that “an appeal may be taken direct to the Su- 
preme Court of the United States from the order zrant- 
ing or denying, after notice and hearing, an interlocutory 
injunction. .’ This clause and the reasons above 
mentioned were evidently taken into consideration by the 
three judges who heard this case. For, in passing upon 


Law Held Invalid—Kansas Demurrage Law 





the application, the court made a full statement of the 
facts, delivered a carefully prepared opinion discussing 
the various contentions of the complainants and then 
made a decision on the merits of the case as submitted. 

2. The facts involved have been so fully stated by 
the Commission (28 I. C. C. 533) and by the court below 
(216 Fed. 672) that it is unnecessary here to repeat them. 
The railroad companies did not offer all of the evidence 
which was considered by the Commission; and on this 
appeal they do not include in the record all of the hun- 
dreds of pages of testimony which had been submitted 
to the Commission, but—conceding that the evidence was 
conflicting and tended to support the findings of the 
Commission—they insist that the facts found were in- 
sufficient in law to sustain the orders which were made. 
This most commendable practice not only saved the 
expense of printing many volumes of testimony, but saved 
the substantial points in the case from being submerged 
in a flood of testimony—much of which was explanatory 
before the Commission and most of which was wholly 
immaterial in an appellate court which cannot reverse 
findings when supported by substantial—though conflict- 
ing—evidence. The practice is also in compliance with 
the spirit of the new Equity Rules (75, 76, 77) which 
call for just such a winnowing out of the useless; the 
presentation of only the relevant parts of exhibits, docu- 
ments, tables and reports; the elimination of all re- 
duplications in written and oral testimony and a con- 
densation into narrative form of what is material to the 
then issue before the court. 

3. By virtue of this conformity to the rules, we are 
in a position to consider the sharp-cut issue as to whether, 
as matter of law, the Commission’s findings of fact sus- 
tain its order, and shall discuss first the rate on coal 
which, being treated as typical, was principally argued 
by counsel. 

Where an existing freight rate is attacked, the bur- 
den is on the complainant to establish that it is unrea- 
sonable in fact. This is especially so where, as here, 
the rate has been in force for a long period during which 
time the traffic greatly increased in volume. In order 
to carry this burden in the present case, the Traffic Bu- 
reau, while alleging that the rate was unreasonable in 
itself and by comparison with other like rates, does not 
seem to have attempted to prove the cost, or value of 
the carrier’s service, but apparently relied largely on 
proof showing that the Nashville rate was higher than 
that charged for a similar haul to other points. 

While some elements of value are fixed, the market 
price of property and work is affected by so many and 
such varying factors as to make it impossible to lay 
down a rule by which to determine what any article or 
service is worth. But one of the most common measures 
by which to value the property or service of A is to 
compare it with the amount charged for the same thing 
by B, C and D. But this method, if made the sole basis 
for ascertaining values, may often lead to improper re- 
sults. For B, C and D may charge too much, or they 
may have been forced to charge too little. The same 
is true of determining, by comparison, the reasonableness 
of freight charges. Until some standard is adotped they 
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may prove nothing—even where the two hauls are over 
the same mileage. For the rate attacked may tend to 
show that the others are too low, while they in turn 
might be relied on to prove that the first is too high. 
Both may be unreasonably high, or too low because 
compelled by conditions over which the carrier had no 
control. Water competition, rail competition and com- 
petition of markets enter so largely into the. establish- 
ment of rates that mere distance is not necessarily a 
determining factor—indeed, the statute itself recognizes 
that there may be circumstances under which it is law- 
ful to charge less for a long haul than for short haul 
over the same road. But while all this be true, it is, 
nevertheless, a fact that a comparison of rates between 
two points on the same road, or with the charges on 
other roads, may furnish evidence of probative value. 

In the present case the Commission pointed out that 
many facts had to be considered in applying the evidence 
offered for the purpose of showing that the $1 rate to 
Nashville was high by comparison with the charge made 
to other points. It found that coal was shipped over 
the Louisville & Nashville Railroad from Kentucky mines 
to Nashville, Memphis and Louisville. It also found that 
there was no substantial dissimilarity in the conditions 
at those three points and instituted a special comparison 
between the rates to those three cities. The result may 
be indicated by the following tabulation: 


Mills 

From Mines— Miles. Per ton. per mile. 
ee eee WE Bs, Be on kc ce cnnces 109 $1.00 9.2 
To Memphis via L. & N........ceeeee 276 1.10 4.0 
To Louisville via L. & N..........200- 142 .65 4.5 


The defendants insisted that its $1.10 rate to Mem- 
phis did not furnish a fair-criterion, because it had been 
made low and reduced in order to meet competition. 
The Commission, however, found that the river rate to 
Memphis was $1.40 per ton, so that the appellant’s “not 
unreasonable” (26 I. C. C. 402) rate of $1.10 was not 
compelled by water competition. It further found that 
the rail competition at Memphis was not compelling. 
On these facts, and after giving a history of the increase 
and decrease in that rate (26 I. C. C. 402), the Commis- 
sion seems to have treated the $1.10 rate, for 276 miles 
to Memphis, as in the nature of a voluntary charge 
which would tend to indicate that the $1 rate for 109 
miles to Nashville was too high. A similar view was 
taken of the situation at Louisville, where water com- 
petition existed and where the 60-cent rate from the mine 
to Louisville, 142 miles, was practically the same as that 
of the Illinois Central, which charged the same rate for 
a haul of 125 miles to Louisville. 

Of course, competition by rail as well as by water may 
compel such a reduction in rates as altogether to destroy 
their value for purposes of comparison. But, as we un- 
derstand, the Commission held that, while there should 
be no parity between these cities, the rate of 60 cents 
charged by the Illinois Central for a haul of 125 miles to 
Louisville, was, in view of all the facts, some indication of 
what a road like the Louisville & Nashville should charge 
on a haul of 109 miles to Nashville. 

Among many other details briefly discussed in the 


report, the Commission dealt with the question of the - 


earnings on the coal business to Nashville. It found 
that the Louisville & Nashville’s coal cars had an average 
capacity of 41 tons, so that on shipments from the mines 
to Nashville there was a car revenue of $41, or a per 
car-mile earning of 37.78 cents. If the car was returned 
empty, there would be a per car-mile earning of 18.87 
cents. With this as a basis there was a comparison of 
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the Nashville coal earnings with those on all traffic over 
the other roads entering that city. It showed: 


Per car-mile 
earnings, cts. 


L. & N. $1.00 rate on coal to Nashville................00. 37.78 
4s, Se - Oe, | Bet AOS bb o's ciccedeccicccioseiechacs costs 24.64 
ee RE Moon. ce epe gwd éeewoneges 6 cats 24.00 


Average of all traffic, loaded and unloaded: 
Per car-mile 


earnings, cts. 
Be, Mee Deeb sara ie cLiwtsaeiw- ons odio oOs 0d abo aus con bp etahcdaeses 10.54 
Ff ree ere re er pee ree eee pan ee 10.08 
I ke 2 th cA aw pela maraion swe. Sigip Adana mae eal 7.78 
Pe | re re ert ree. Fae eee 16.43 


In addition to these comparisons of coal rates and 
average earning on all traffic, loaded and empty, the 
Commission found that while the $1 rate to Nashville had 
been in force many years, the carrying capacity of the 
cars had increased from 16 to 41 tons and the tractive 
power of engines from 660 to 1,165 tons. This practically 
doubled the earning capacity of fully loaded trains; and 
if, as argued, there has been a much larger increase in 
cost of labor, material, taxes and operating expenses, no 


‘proof of that fact was made to the Commission, for it 


found that “there was little more than a suggestion in 
the record as to the increased cost of labor and material 
and no attempt to show operating cost.” At 
the hearing of the application for a temporary injunction 
an affidavit was offered to show that the increase in 
cost of operation had largely exceeded the increase in 
earning capacity. But such evidence, important in itself 
and on the issue of reasonableness, cannot be considered 
here, for the reason that it shifts the issue, for the case 
was submitted to the District Court, not to pass on the 
facts, but on the theory that though the conflicting evi- 
dence might sustain the finding, the facts found did not 
as matter of law sustain the order. 

It further appeared in the report and finding of the 
Commission that the Nashville Bureau* had offered in- 
numerable exhibits comparing on ton and car mile bases 
the Nashville rate with that to points in the Southeast 
and on the Ohio and Mississippi rivers. Among these 
were certain rates which the Commission had prescribed. 
There was also a general comparison on the Nashville 
rate with the charge for coal and other commodities to 
Nashville and other destinations. This evidence showed 
that “in all these instances the Nashville rate yields 
the greatest earnings.” 


Giving the widest possible effect to the fact that 
mere comparison between rates does not necessarily tend 
to establish the reasonableness of either, it is still true 
that, when one of many rates is found to be higher than 
all others, there may arise a presumption that the single 
rate is high. And when to that is added the fact that 
some of the comparative and lower rates had been pre- 
scribed by the Commission, there was at least a prima 
facie standard which, after allowing for dissimilarity in 
conditions, might be used along with all the other evi- 
dence in order to test the reasonableness of the Nash- 
ville rate.. No one of those facts was conclusive, for the 





*“In support of these contentions complainants offered in- 
numerable exhibits comparing on ton, car and train mile bases 
the Nashville rate with the rates on coal obtaining north of the 
Ohio River; with rates to St. Louis, East St. Louis, Louisville, 
Cincinnati, Memphis and other points on the Ohio and Missis- 
sippi rivers from mines in Kentucky, Tennessee and Virginia; 
with rates on coal prescribed by this Commission in a number 
of cases; with rates on coal to Chattanooga and to certain 
destinations in the southeast; with rates on coal from other mines 
to Nashville; with rates on other commodities to Nashville and 
to other destinations; with the average per-ton and per-car- 
mile rate received by defendants and other carriers on all 
traffic. In all of these instances the Nashville rate yields the 
greatest earnings. In elaborate detail defendants sought to 
analyze and rebut these comparisons in an endeavor to show 
that none was Of any value in determining the reasonableness 
of the rate in issue.” 





che 
bee 
thi 


an 


lan 
of 

tw 
jun 


nat 
Ga 
bet 
loc 
Th 
but 
to 

to 

not 
col 


sio 
vil 
on 

ca] 
the 
twe 
Th 
of 

the 
bul 
tra 
the 
ex 
the 
un. 


of 
It | 





June 12, 1915 


character of the country through which the two roads had 
been built might differ. One might run through a level, 
thickly populated territory; the other might have steep 
grades, long tunnels and a roadway expensive to main- 
tain. The capital invested, the traffic hauled, the cost 
of operation and the earnings might differ, but neverthe- 
less what was shown to be a reasonable rate on one, might, 
after allowing for the dissimilarity in conditions, earnings 
and cost, be a factor in determining the reasonableness 
of the rate on the other. The report in this case shows 
that the rate-making body had before it much and varied 
evidence of this character. After. considering it as a 
whole, the Commission found that the $1 rate on coal 
shipped from the Kentucky mines to Nashville was un- 
reasonable. In the light of these findings we cannot 
say that the facts set out in the report do not support 
the order. And since there is no contention, at this 
time, that theereduced rate is confiscatory, we can but 
repeat what was said in I. C. C. vs. Louisville & Nashville, 
237 UU: B -S: 


“The pleadings charged that the new rates were un- 
just in themselves and by comparison with others. This 
was denied by the carrier. The Commission considered 
evidence and made findings relating to rates which the 
carrier insists had been compelled by competition, and 
were not a proper standard by which to measure those 
here involved. The value of such evidence necessarily 
varies according to the circumstances, but the weight to 
be given it is peculiarly for the body experienced in such 
matters and familiar with the complexities, intricacies 
and history of rate making in each section of the country.” 


5. In its complaint before the Commission the 


Traffic Bureau'‘also attacked the practice of the appel- 


lants by which, under filed tariffs, each made a charge 
of $3 per car for switching non-competitive business be- 
tween industries within the terminal limits and in con- 
junction with the Tennessee Central. 


The bureau insisted that this practice was discrimi- 
natory and designed to prevent the switching of coal 
Gal Three—Commission upheld in Nashville switching etc 
between the Tennessee Central and private industries, 
located on sidings and reached through the terminals. 
The defendants admitted the practice and the intention, 
but insisted that the yards had never been thrown open 
to such business. They claimed that they had the right 
to the exclusive use of their own terminals and could 
not be required to switch cars loaded with “coal or 
competitive freight” to and from the Tennessee Central. 


In considering this branch of the case the Commis- 
sion found that the Louisville & Nashville and the Nash- 
ville, Chattanooga & St. Louis, by reason of indorsements 
on bonds, and by an agreement to pay 4 per cent on the 
capital stock of the Nashville Terminal Co., had leased 
the yards for 999 years—the rental being paid by the 
two lessees in proportion to the business done by each. 
That while the Louisville & Nashville owned 70 per cent 
of the stock of the Nashville, Chattanooga & St. Louis, 
the two roads were not only separate corporate entities 
but were competitors at Nashville—particularly in the 
transportation of coal. It found that each switched for 
the other and both switched for the Tennessee Central, 
except as to “coal and competitive business.” It found 
that such a switching practice was unreasonable and 
unjustly discriminatory, and that a “reasonable practice 
would permit the switching of coal from the interchange 
of each carrier to industries on the rails of each other.” 
It thereupon issued an order requiring appellants to cease 
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the discrimination found to exist and to maintain “a 
practice which will permit the interswitching of such 
shipments from and to the lines of each and every de- 
fendant” (including Tennessee Central). 


The appellants attack this order as being void be- 
cause (1) it compels them to admit the Tennessee Cen- 
tral into an arrangement for operating joint terminals 
at Nashville under a contract guaranteeing interest on 
bonds and prorating operating expenses; (2) takes their 
property in the yards without due process of law; (3) 
violates section 15 of the commerce act (34 Stat. 589) 
in compelling them, in effect, to make through routes and 
joint rates with the Tennessee Central when the appel- 
lants themselves have already established ‘a reasonable 
and satisfactory through route,” and (4) violates section 
3 of the same act which, after requiring carriers to afford 
equal facilities for the interchange of traffic, declares 
that the section “shall not be construed as requiring any 
such carrier to give the use of its tracks or terminal 
facilities to another carrier engaged in like business.” 


These objections treat the order as being broader 
than its terms. The Commission did not, as in Waverly 
Oil Works Co. vs. Pennsylvania: Railroad Co. et al., 28 
I. C. C. 626, 627, pass upon the question as to what was 
a proper switching charge as affected by the rental of 
the yard and the cost of operation. Neither did it direct 
the appellants to establish a joint rate and a through 
route with the Tennessee Central. Neither did it order 
the appellants to give the use of their terminals to the 
Tennessee Central, but only required them to render to 
the latter the same service that each of the appellants 
furnishes the other in switching cars to industries located 
in and near the yard. 


Disregarding the complication arising out of joint 
ownership and the fact that each of the appellants 
switches for the other, it will be seen that the Commis: 
sion is not dealing with an original proposition, but with 
a condition brought about by the appellants themselves. 
Under the provisions of the commerce act (24 Stat. 380) 
the reciprocal arrangement between the two appellants 
would not give them a right to discriminate against any 
person or “particular description of traffic.” For, section 
3 requires railroad companies to furnish equal facilities 
for the interchange of traffic between their respective 
lines “provided that this should not be con- 
strued as requiring any such common carrier to 
give the use of its tracks or terminal facilities to 
another carrier engaged in like business.” If the carrier, 
however, does not rest behind that statutory shield, but 
chooses voluntarily to throw the terminals open to many 
branches of traffic, it to that extent makes the yard 
public: Having made the yard a facility for many pur- 
poses and to many patrons, such railroad facility is 
within the provisions of section 3 of the statute, which 
prohibits the facility from being used in such manner 
as to discriminate against patrons and commodities. The 
carriers cannot say that the yard is a facility open for 
the switching of cotton and wheat and lumber, but cannot 
be used as a facility for the switching of coal. What- 
ever may have been the rights of the carriers in the 
first instance; whatever may be the case if the yard was 
put back under the protection of the proviso to section 
3, the appellants cannot open the yard for most switching 
purposes and then debar a particular shipper from a 
privilege granted the great mass of the public. In sub- 
stance that would be to discriminate not only against 
the tendering railroad, but also against the commodity 
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which is excluded from a service performed for others. 
This feature of the case was thus dealt with by the 
District Court: : 

“We think it clear that this order does not require 
the petitioners to give the use of their tracks and ter- 
minal facilities to the Tennessee Central Railroad, within 
the meaning of the proviso contained in section 3 of the 
Act to regulate commerce, or constitute an appropriation 
of such tracks and terminals for the use of the Tennessee 
Central Railroad. 

* co a * # * * 

“There is furthermore no evidence that the switch- 
ing practices prescribed will violate the constitutional 
provision against taking property without due process of~ 
law. See Grand Trunk Railway vs. Michigan Commis- 
sion (U. S.), sup., at p. 468. And it may well be as- 
sumed that the petitioners will not themselves establish 
a switching charge so low as to be confiscatory.” 

The question, as to power of the Commission to make 
this part of the order, is settled by the decision in Penn- 
sylvania Co. vs. United States—U. S.—recently decided. 
The appellants, however, insist that that case did not 
involve switching .but transportation; and, further, they 
claim that the Pennsylvania road was there ordered to 
discontinue discrimination, while here the appellants are 
required by an affirmative order to devote their property 
to the use of a parallel and competing carrier. But the 
alleged differences do not serve to take the present case 
out of the principle announced in that just cited. For in 
this order the prohibition against the existing practice 
and the requirement to furnish equal facilities come to 
the same thing. 

In this case the controlling feature of the Commis- 
sion’s order is the prohibition against discrimination. It 
was based upon the fact that the appellants were at the 
present time furnishing switching service to each other 
on all business, and to the Tennessee Central on all 
except coal and competitive business. As long as the 
yard remained open and was used as a facility for switch- 
ing purpose the Commission had the power to pass an 
order—not only prohibiting discrimination—but requiring 
the appellants to furnish equal facilities “to all persons 
and corporations without undue preference to any par- 
ticular class of persons.” The question as to what is a 
proper practice, the amount of charge therefor and the 
length of time such switching service is to continue are 
matters not presented for decision on this record. The 
judgment of the District Court is affirmed. 


Mr. Justice Pitney concurs in the result. 
Mr. Justice McReynolds took no part in the consid- 
eration and decision of this case. 


Kansas Mutual Demurrage Law. 
No. 189.—October Term, 1914. 


In Error to the Su- 
The Atchison, Topeka & Santa 


preme Court of 
Fe Railway Co., Plaintiff in Er- the State of Kan- 
ror, vs. J. B. Vosburg. sas 


[June 1, 1915.] 

Mr. Justice Pitney delivered the opinion of the court. 

The Federal question involved in this case is con- 
cisely stated in the opening paragraph of the opinion 
of the Supreme Court of Kansas (89 Kan., 114), whose 
judgment we have under review: 

“Chapter 345 of the laws of 1905, as amended by 
chapter 275 of the laws of 1907 (Gen. Stat. 1909, Sec. 
7201, et seq.), concerns the furnishing of cars by rail- 
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way companies to shippers of freight. When cars ap- 
plied for under this statute are not duly furnished the 
railway company is liable to the shipper for all actual 
damages suffered, for a penalty of five dollars per day 
for each car not supplied, and for a reasonable attorney fee. 
Shippers who fail to use cars placed at their disposal 
are subject to a penalty for their detention, but are not 
liable for attorney fees. The plaintiff [Vosburg] recov- 
ered a. judgment against the defendant for a violation 
of this statute, including an attorney fee, and the de- 
fendant appeals on the ground that the provision relat- 
ing to attorney fees denies it the equal protection of the 
law guaranteed by the federal constitution.” 

Upon a review of certain decisions of this court, 
viz., Gulf, Colorado & Santa Fe Ry. vs. Ellis, 165 U. S., 
150; Atchison, Topeka., Etc., Railroad vs, Matthews, 174 
U. S., 96; Fidelity Mutual. Life Assn. vs. Mettler, 185 
U. S., 308, and Farmers’, Etc., Ins. Co. vs. Dobney, 189 
U. S., 301, the state court held (p. 130) that since the 
act in question is a police regulation prescribing duties 
rroperly enforceable by penalties in the form of per 
diem forfeits and attorney fees recoverable in suitable 
actions, and because of the control of railroad com- 
panies over their cars, their capacity to disturb and 
obstruct trade, and the helplessness of shippers when 
cars are carelessly or arbitrarily withheld, railroad com- 
panies might properly be placed in a class by them- 
selves for the purpose of securing sufficient car service, 
and that the equal protection of the law required no 
more than that all railway companies should be penal- 
ized alike. The court, in conclusion, said: “It is true 
that shippers may offend somewhat by failing to make 
expeditious use of cars when furnished them. Whether 
or not they, too, shall be penalized, and, if so, to what 
extent, is a fit subject for legislative consideration. But 
the railroad companies cannot complain if the legisla- 
ture chooses to exempt shippers from any punishment, 
or chooses to prescribe some penalty suitable to the 
nature of their delinquency, but different from that im- 
posed upon the companies themselves.” 

The enactment in question is commonly called the 
“reciprocal” or “mutual” demurrage law. (82 Kan., 260; 
85 Kan., 282.) It provides that a railway company fail- 
ing to furnish cars upon proper application shall pay, 
to the party applying, ‘five dollars per day for each 
car failed to be furnished, as exemplary damages, 
* * * and all actual damages that such applicant 
may sustain for’ each car failed to be furnished, to- 
gether with reasonable attorney fees.” At the same time 
it requires the applicant to load the cars within 48 
hours after they are placed, “and- upon failure to do so 
he shall pay. to the company the sum of five dollars 
per day for each car not used, while held subject to the 
applicant’s order. * * * And if the said applicant 
shall not use such cars so ordered by him, and shall so 
notify the said company or its agent, he shall forfeit 
and pay to the said railroad company, in addition to the 
penalty herein prescribed, the actual damages that such 
company may sustain by the said failure of the said 
applicant to use said cars.” 

We agree that this legislation is properly to be 
regarded as a police regulation, and in that respect 
differs from the act that was under consideration in the 
Ellis case, supra, which simply imposed a penalty upon 
railroad corporations for a failure to pay certain debts. 
But we cannot at all agree that a police regulation is 
not, like any other law, subject to the “equal protec- 
tion” clause of the Fourteenth Amendment. Nothing ‘o 
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that effect was held or intimated in any of the cases 
referred to. The constitutional guaranty entitles all per- 
sons -and corporations within the jurisdiction of the 
state to the protection of equal laws, in this as in 
other departments of legislation. It does not prevent 
classification, but does require that classification shall 
be reasonable, not arbitrary, and that it shall rest upon 
distinctions having a fair and substantial relation to 
the object sought to be accomplished by the legisla- 
tion. Thus, in Atchison, Topeka, Etc., R. R. Co. vs. 
Matthews, supra, the responsibility imposed upon rail- 
road companies for attorneys’ fees in addition to dam- 
ages was sustained because designed to enforce care 
on the part of those companies to prevent the communi- 
cation of fire and the destruction of property along their 
lines—a duty imposed upon them and not upon the 
owners of the property. We need not review the deci- 
sions, the subject being so familiar that extended dis- 
cussion is unnecessary. 

The precise question now presented is: What is 
there in the object of the legislation under considera- 
tion that furnishes a ground of distinction between rail- 
way company and shipper upon which it is reasonable 
to say that the latter should be allowed to recover 
attorney fees when it successfully sues the former, and 
not vice versa? The statute recognizes that the duty 
of the company to furnish cars, and the duty of the 
shipper to promptly use them, are reciprocal, and for a 
breach of either duty the delinquent is penalized in 
favor of the other party in precisely the same amount— 
five dollars per day per car. The shipper ‘may also re- 
cover his actual damages, if any. The company recov- 
ers actual damages, in addition to the penalty, only 
under special circumstances. No complaint is now made 
that this is a denial of equal protection, and we lay no 
stress upon it. But the statute clearly recognizes that 
either party may be obliged. to sue the other in order 
to recover the penalty, or damages, or both. No reason 
is suggested, and none occurs to us, why the railroad 
company, when plaintiff in such an action, will not 
require the services of an attorney as well as the 
shipper when he is plaintiff. There is nothing in the 
nature of the cause of action that renders the burden 
of preparation more onerous, as a rule, to the shipper 
when he is plaintiff than to the company when it is 
plaintiff. There is nothing discernible, therefore, in the 
purposes of the legislation—which are: to require the 
prompt furnishing of cars for use, and the prompt use 
of cars when furnished, and to redress a disregard of 
either of these requirements by suit when necessary— 
to give ground for a distinction granting attorney’s fees 
to the shipper when he sues, and denying attorney’s 
fees to the company. when it sues. In short, it is er- 
roneous to test the classification by its supposed rela- 
tion to the object of securing adequate car service, 
because it really relates rather to the object of securing 
adequate prosecution in court of actions respecting car 
service. 

In Missouri, Kansas & Texas Ry. vs. Cade, 233 
U. S., 642, 650, we had under consideration a Texas 
Statute respecting claims of certain classes against per- 
sCns or corporations doing business in the state, which 
provided that if any such claim were not paid within a 
limited time after presentation, suit might be instituted 
thereon, and if plaintiff obtained judgment for the full 
amount of the claim as presented he should recover the 
amount claimed and costs, and in addition a reasonable 
amount as attorney’s fees. In sustaining the act we 
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said (p. 650): “If the classification is otherwise reason- 
able, the mere fact that attorney’s fees are allowed to 
successful plaintiffs only, and not to successful defend- 
ants, does not render the statute repugnant to the 
‘equal protection’ clause. This is not a discrimination 
between different citizens or classes of citizens, since 
members of any and every class may either sue or be 
sued. Actor and reus differ in their respective atti- 
tudes toward a litigation; the former has the burden of 
seeking the proper jurisdiction and bringing the proper 
parties before it, as well as the burden of proof upon 
the main issues; and these differences may be made 
the basis of distinctive treatment respecting the allow- 
ance of an attorney’s fee as a part of the costs.” (Cit- 
ing Atchison, Topeka, Etc., Railroad vs. Matthews, and 
Farmers’, Etc., Ins. Co. vs. Dobney, supra.) 

The present case is essentially different, for in the 
Kansas statute the distinction is not rested upon the 
fact that the plaintiff, whether shipper or company, has 
a special burden in the litigation that may reasonably 
be compensated by allowance of attorney’s fees; on the 
contrary, the act, while recognizing the existence of 
such burden, allows compensation for it in favor of one 
class of litigants, but does not allow like compensation 
to the other class when subjected to the like burden. 
This, in our opinion, is a denial of the equal protection 
of the laws guaranteed by the Fourteenth Amendment. 

Judgment reversed, and the cause remanded for 
further proceedings not inconsistent with this opinion. 


South Carolina Law Invalid. 
No. 273.—October Term, 1914. 


Charleston & Western Carolina In error to the Su- 
Railway Co., Plaintiff in Error, preme Court of the 
vs. Varnville Furniture Co. State of South 

Carolina. 
[June 1, 1915.] 
Mr. Justice Holmes delivered the opinion of the court. 
This is an action for $14.75, damage to furniture in 
transit from High Point, N. C., to Varnville, S. C., $4.60 
overcharge, and $50 penalty under a South Carolina 
statute, Civil Code, 1912, section 2573, for a failure to pay 
the claims within forty days. The defendant contended 
that the law imposing the penalty was invalid under the 

Act to regulate commerce, especially section 20, as 

amended by the act of June 29, 1906, c. 3591, 34 Stat. 

584, 593, known as the Carmack amendment. The lower 

courts gave judgment for the plaintiff and the judgment 

was affirmed by the Supreme Court of the state. Atlantic 

Coast Line R. R. Co. vs. Mazursky, 216 U. S. 122, was 

relied upon as still sustaining the law notwithstanding 

the amendments of the federal act. 98 So. Car. 63. 


The defendant (plaintiff in error) received the goods 
from the Southern Railway Co. and delivered them in 
damaged condition. Where the damage was done does 
not appear. But by section 2572, in such cases the initial, 
intermediate or terminal carrier who fails within forty 
days from notice to inform the notifying party when, 
where and by which carrier the property was damaged 
is made liable for the amount of the claim and a penalty 
of $50, although it may escape by proof that it used due 
diligence and was unable to trace the property, etc. By 
section 2573 a similar liability is imposed on carriers 
for failure to pay claims for freight overcharge or dam- 
age to property while in the possession of such carriers, 
“within forty days in case of shipments from without the 
state, after the filing of such claim,” ete. If the property 
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never came into their possession they are remitted to 
section 2572. It seems to follow from the decision in this 
case, that the terminal carrier is held for a loss anywhere 
along the line and for the penalty, unless it proves that 
the property never came into its possession, etc., or suc- 
ceeds in shifting the loss within the forty days allowed. 
Therefore the assumption of this court in Atlantic Coast 
Line R, R. Co. vs. Mazursky, 216 U. S. 122, 129, that the 
statute only concerned property lost or damaged while 
in the possession of a carrier in South Carolina no longer 
is correct—perhaps because of amendments in what now 
is section 2572. 

It is true that in the opinion of the Supreme Court 
the judgment is spoken of as being for damage done to 
a shipment “while in defendant’s possession in this state,” 
and it is said that the statute limits the liability to such 
damage. But in view of the record this can mean no 
more than that there is a presumption that the carrier 
that fails on notice to point out some other as respon- 
sible is itself in fault. The defendant happened to be 
the last carrier of the line, and in many states, including 
South Carolina, a so-called presumption has been estab- 
lished at common law that property starting in good 
condition remained so until the latest moment when it 
could have been harmed. But while this seems to have 
made its first appearance in the guise of a true pre- 
sumption of fact, it became, if it was not always, a rule 
of substantive law, a rule of convenience, calling on the 
last carrier to explain. Willett vs. Southern Ry., 66 So. 
Car, 477, 479. Moore vs. New York, New Haven & Hart- 
ford R. R. Co., 173 Mass. 335, 337. The rule is stated 
as a rule of policy in South Carolina, and the statute 
makes it still more clearly so, since with the limits we 
have stated, it applies indifferently to any carrier in the 
line, if within the state, according to the accident of 
the plaintiff’s demand. The case then, we repeat, is that 
a carrier in interstate commerce has been held liable 
for a loss not shown to have happened while the goods 
were in its possession or within the state, or to have 
been caused by it, if those facts are now in any way 
material, on the strength of a rule of substantive law. 


The claims dealt with in Atlantic Coast Line R. R. 
Co. vs. Mazursky, 216 U. S. 122, all arose before June 
29, 1906,~the date of the Carmack amendment. The 
South Carolina law has been amended and enlarged in 
scope since that decision, but it is less necessary to 
scrutinize those changes than to consider the modifica- 
tions of the United States law. As it now stands that 
law requires the initial carrier to issue a through bill 
of lading and makes it liable for all damage anywhere 
on the route. Section 20. By section 1 as amended by 
the act of June 18, 1910, c. 309, section 7, 36 Stat. 539, 546. 
it is made the duty of carriers to secure the safe trans- 
portation and delivery of property subject to the act, 
upon reasonable terms. As was said in Missouri, Kansas 
& Texas Ry. Co. vs. Harris, 234 U. S. 412, 420, the result 
of many recent cases, there cited, beginning with Adams 
Express Co. vs. Croninger, 226 U. S. 491 and coming 
down through Boston & Maine R. R. vs. Hooker, 233 
U. S. 97, is that “the special regulations and policies 
of particular states upon the subject of the carrier’s lia- 
bility for loss or damage to interstate shipments and 
the contracts of carriers with respect thereto, have been 
superseded.” It is true that in that case the inclusion 
of the attorney’s fee not exceeding $20 in the costs upon 
judgments for certain small claims was upheld, although 
incidentally including some claims arising out of inter- 
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state commerce. But, apart from the effect being only 
incidental, the ground relied upon was that the statute 
did not “in any way enlarge the responsibility of the 
carrier” for loss or “at all affect the ground of recovery, 
or the measure of recovery,” pp. 420, 422: The South 
Carolina act, on the other hand, extends the liability to 
losses on other roads in other jurisdictions and increases 
it by a fine difficult to escape. It overlaps the federal 
act in respect of the subjects, the grounds, and the ex- 
tent of liability for loss. We leave on one side the 
remote analogies put forward in the decision of the state 
court, as, in our opinion, the cases and principle to which 
we have referred are sufficient and direct. We should 
add that the item for overcharges also falls under the 
act of Congress, section 2, as it now stands, since that 
section makes the receiving of greater compensation than 
is received from others for similar services an unjust 
and unlawful discrimination. The penalty, the only mat- 
ter that we are considering, was exacted for a failure 
to pay both claims, within forty days, irrespective of 
the question whether adequate investigation had been 
possible, as required by the Interstate Commerce Com- 
mission’s rulings, Nos. 462, 236 and 68. 

It is suggested ‘that the act is in aid of interstate 
commerce. The state law was not contrived in aid of 
the policy of Congress, but to enforce a state policy 
differently conceived and the fine of $50 is enough to 
constitute a burden. Southern Ry. Co. vs. Reid, 222 U. S. 
424, 443. But that is immaterial. When Congress has 
taken the particular subject matter in hand coincidence 
is as ineffective as opposition, and a state law is not 
to be declared a help because it attempts to go farther 
than Congress has seen fit to go. Chicago, Rock Island 
& Pacific Ry. Co. vs. Hardwick Farmers’ Elevator Co., 
226 U. S. 426, 435. Southern Railway Co. vs. Railroad 
Commission of Indiana, 236 U. S. 439, 446, 447. The leg- 
islation is not saved by calling it an exercise of the 
police power, or by the proviso in the Carmack amend- 
ment saving the rights of holders of bills of lading under 
existing law. Adams Express Co. vs. Croninger, 226 
U. S. 491, 506, 507. 

Judgment reversed. 


ROCK ISLAND INVESTIGATION 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Another section of the story of the Rock Island was 
unreeled June 4 and 5 before Chairman McChord and 
Commissioners Clements and Hall. On short notice the 
Commission resumed hearings under the resolution of 
Representative Green of Iowa, which were supposed to 
have been closed on February 27. 

The theory on which the hearings are held is that 
the Commission can obtain facts with regard to the 
operations of men who finance railroads that will enable 
Congress to determine whether it will authorize the 
Commission to exercise control over the issuance of 
stocks and bonds, the charges on which constitute an 
element in the “cost of performing service” under rates 
over which the Commission has control. 

Samuel Untermeyer, attorney for N. L. Amster, a 
director of the Rock Island and head of a committee 
representing minority stockholders in the company, mad 
arrangements for the hearing, and was the central 
figure in the examination of witnesses to support the 
theory held by the minority holders that the majority 
interests, commonly called the Moore-Reid crowd, befor 
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the annual meeting on April 12, made motions as if 
they thought the company would have to go into the 
hands of a receiver on or before April 1, and that the 
moves were semi-public, so that practically everybody 
on Wall street knew about them; that they postponed 
the annual meeting several times, but notwithstanding 
talk about default, the interest falling due on April 1 
was paid; five of the controlling interest took assets 
out of the Rock Island treasury and borrowed $1,600,000 
on them; just to make it appear that they had a hard 
time in doing that, they personally endorsed the paper 
to which the securities, having a market value much 
in excess of $1,600,000, were attached as collateral; 
that at the annual meeting Mr. Amster was elected to 
fill one of the four vacancies on the board of directors, 
against the opposition of the Rock Island administration, 
the interests of which were in the hands of the Sheldon 
committee, made up and financed by J. Horace Harding, 
a stock broker; that at that meeting the Rock Island 
administration crowd talked about the difficulties of 
the company and its inability to get money to meet 
obligations due May 1; that Mr. Amster volunteered to 
raise about $6,000,000, and do it before April 21, the 
understanding being that the ‘administration would be 
glad to have him do it. 

It is charged that when <the administration crowd 
heard that Amster had made arrangements for the 
money it induced Judge Carpenter of the Federal Dis- 
trict Court at Chicago to appoint receivers on April 20, 
the day before Amster was to make his report as to 
his success on non-success in raising the $6,000,000, and 
that the appointment was a snap judgment. 

The receivership petition was prepared March 29 
by Roberts W. Walker, general counsel for the Rock 
Island. Mr. Walker ordered General Solicitor Bell of 
the Rock Island at Chicago to get R. P. Lamont, presi- 
dent of the American Foundries Co., to which the Rock 
Island had owed $15,818 since January, to ask for the 
receiver. 

The Amster-Untermeyer theory, further, is that the 
whole thing was engineered by stealth; that President 
Mudge of the Rock Island was caught on a train, told 
over the telephone that the receivership was coming, 
that he would be one of the receivers, and that Mr. 
Lamont’s lawyer was called by telephone from a meet- 
ing of the legislature at Springfield, Ill, to put over 
the plan. 

Another part of their theory is that the administra- 
tion crowd made motions about a receivership late in 
March to depress the price of stock, and that they bor- 
rowed the $1,600,000 after Wall street was well satu- 
rated with talk about the receivership, so as to get the 
public to say: “There is nothing the matter with the 
Rock Island,” and thereby send the stock soaring. The 
fact is that from March 20, on which day 5,000 shares 
of Rock Island was sold at 20, it skyrocketed: to 39 a 
day or two before the receivership, and that every day 
during that period certain stock brokers, at the close 
of each day’s business, offered the highest bid for the 
stock, 

Director Mills Sold Stock. 

During the investigation it was brought out that 
Ogden Mills, one of the directors who constituted the 
administration party, sold 8,500 shares of Rock Island 
at 36, because, he said, he thought the price too high, 
considering the prospects of the company. 

During the whole hearing Untermeyer and Chief 
Counsel Folk always kept before each witness the fact 
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that at the time of the receivership the Rock Island 
was enjoying the largest operating revenue it had ever 
had; that the Rock Island owed nothing that was due 
and payable on the day the receivers were appointed; 
that Mr. Amster had made arrangements to meet all 
obligations falling due on May 1; that during the 
period March 29 to April 18 the stock ran up from 20 
to 39; that more than 1,050,000 shares of Rock Island 
were traded in, which is one-fourth more than the 
number of shares outstanding on the New York Ex- 
change alone; that Mr. Amster personally held more 
stock than all the other directors put together, and 
that the fact that a receivership was to be asked for 
was carefully concealed from Mr. Amster, who at the 
meeting on April 12 represented 1,500 of the 2,800 stock- 
holders represented in that méeting. 

Roberts W. Walker, general counsel, but not a 
director or officer of the corporation, was the first wit- 
ness. He and Untermeyer had many verbal clashes. 
At one time Mr. Walker claimed his privilege as a 
lawyer not to give the name of a stock broker with 
whom he had dealings, as a lawyer. Mr. Clements, 
presiding at the time, told him to answer. 

Untermeyer endeavored to persuade, cajole or force 
Walker to admit that the receivership was part of a 
plan to “rig the stock market,” and that, as carried out, 
the “game” was the “rawest, most outrageous and des- 
perate, if not criminal,” transaction ever “pulled off” 
on the New York Stock Exchange. Untermeyer said 
that between April 1 and April 20 the New York Stock 
Exchange was the scene of transactions in Rock Island 
stock totaling more than 1,050,000 shares, or one-fourth 
more than the whole number of shares outstanding. The 
other exchanges were also busy. Mr. Walker admitted 
that he sold his holdings at either 35 or 36. Unter- 
meyer claimed, in his questions, that by the action of 
the insiders in guaranteeing the payment of Rock Island 
commitments due April 1, thereby tiding over the com- 
pany, the public was induced to believe that it could 
avoid a receivership. A further claim of his was that 
when Mr. Amster and A. C. Van Hall, representing 
Dutch stockholders, were in a fair way to raise money 
to avoid a receivership, Walker, without authority from 
the board of directors, threw the company into the 
hands of receivers, and that all but Jacob M. Dickinson, 
former secretary of war, were picked by the “Rock 
Island insiders.” He intimated that the court which 
appointed the receivers “foozled”. in thus putting the 
former secretary of war among the receivers. 

“Receivership is not a matter subject to the con- 
trol of the board of directors,” snapped Mr. Walker to 
a series of questions by Untermeyer, in which the latter 
was endeavoring to show that Walker acted without the 
consent of the directors, although he claimed to have 
the assent of the board. 

President Lamont of the American Steel Foundries 
Co. was placed on the stand to testify that he consented 
to bring the receivership proceedings, on a bill of 
$15,818 due that company, because he understood that 
the Rock Island management desired the receivership. 
So far as his action was concerned, it was taken at the 
request of the management and not because he had any 
doubt about getting his money. 

Mr. Amster testified that Phelps, Dodge & Co. re- 
fused to loan $6,000,000 to take up the Rock Island 
notes. He talked with Boston brokers and bankers, and 
said they offered to take up the notes. He did not wait 
to put through the deal, but returned to New York April. 
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20 and saw on the stock ticker that the receivership 
had been ordered at Chicago. 


Amster Presents Figures. 


Mr. Amster presented a mass of statistical matter 
bearing upon the financial condition of the railroad. A 
forecast issued by the receivers which he presented 
showed that during the eight months ending December 
31 next there would be a balance of $3,298,000 cash 
obtained by the railroad after taking care of interest, 
maintenance charges and other obligations of the com- 
pany. 

“That proves that the company’s credit was not 
sandbagged, according to the estimates of its own re- 
ceivers,” said Mr. Amster. “The receivership was not 
necessary. It was forced. The wealthy people who 
controlled the company also controlled banks, and could 
have furnished the necessary money. If they had paid 
back the $7,500,000 which they took from the Rock 
Island treasury its securities would have been released and 
there would have been a million or more cash left. The 
board of directors and the stockholders and security- 
holders were not consulted about the receivership pro- 
ceedings. We should all have been notified, as was done 
in the cases of the Boston & Maine, the New Haven, 
the Missouri Pacific and the Missouri, Kansas & Texas 
railroads, so that we would have had a chance to try 
to raise the money ourselves, thereby preventing the 
receivership.” 


“There was no hilarity among the directors when I 
went on the board,’ said Mr. Amster, amid laughter. 
Concluding his testimony, he identified a list of “dummy” 
stockholders in the Rock Island company, employes of 
the First National Bank, New York, the institution in 
which Moore is interested. These “dummies” were 
shown to be holding 100,000 shares altogether. 

It was explained that the purpose of the use of 
dummies was to conceal the fact that the Moore inter- 
ests had large holdings, which might have been dis- 
posed, of upon assignment of the dummies, without 
general public knowledge that the Moores were unload- 
ing. Moore was long associated with Daniel G. Reid 
in control of the Rock Island. 

Thomas A. Dooling and H. T. Brown of Brooklyn, 
employes of the First National Bank, who were dummy 
holders of Rock Island stock this spring, were next put 
om the stand, and explained how they were handed the 
stock, and immediately assigned it in blank. 

Thomas M. Schumacher, chairman of the board of 
the Rock Island company, testified that he represented 
the El Paso & Southwestern R. R. He said that he 
knew that Roberts Walker was making preparations for 
the receivership during March and April. Mr. Schu- 
maker denied that he had promised Mr. Amster to wait 
until April 21 to see if the necessary funds would be 
forthcoming. 

Mr. Schumacher said that the rise in Rock Island 
stock prices last March and April might have been due 
to manipulation by persons on the inside who were 
familiar with the contemplated receivership. 

H. U. Mudge, president and one of the receivers of 
the Rock Island road, said that he received $60,000 per 
annum as president. He did not know how much he 
would get as receiver, but said he did not expect to 
draw two salaries. On April 19, just before leaving 
New York, he received information that the application 
for receivership, about which he had heard on March 239, 
would be filed next day in Chicago, and, arriving in 
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Chicago, he went directly from the railroad station to 
the federal court room. He admitted that nobody was 
there specifically representing the directors or the hold- 
ers of stock and securities, but did not think the re- 
ceivership matter need to have been brought before the 
board. Mr. Mudge said the receivership was not caused 
by governmental regulation of railroads. More regula- 
tion of the proper kind would have prevented serious 
losses in the Frisco, Alton and ‘other railroads, he said. 

S. H. Strawn, attorney for the creditor on whose 
petition the receivers were appointed, told the story of 
the receivership substantially as other witnesses had 
related it. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. O. 


June 8, in I. and S. No. 656, the Commission sus- 
pended from June 10 until October 8 supplement No. 4 
to New York Central I. C. C. No. 1698 (C. I. & S. Series). 
The supplement increases rates on stone from Kankakee, 
Lehigh and West Kankakee, IIll., to interstate points. 
The proposed rates are from 12 to 20 cents per net ton 
higher than those now in force; for illustration, the 
present and proposed rates*to several destination points 
are as follows: 





Rates in cents per 2,000 pounds. 

Oo Present. Proposed. Increase. 
RR es eae edeaneaaeas 53 0 ? 
I SE ka whigcitasncovsonsews 63 75 i2 
PE FOU, beth bwdded ccdanease 63 80 17 


June 9, in I, and S. No. 658, the Commission sus- 
pended from June 10 until October 8 items in the follow- 
ing tariffs: 

Chicago & Eastern Illinois Railroad—Sup. 69 to I. 
C. C. No. 2596. 

Eugene Morris, agent—Sup. 5 to I. C. C. No. 490. 

The suspended items increase rates on lumber and 
cooperage stock from Thebes, IIll., and other points to 
St. Clair, Mich., and other points taking same rates. 
The present rate on cooperage stock from Thebes to 
St. Clair is 15.8 cents per 100 pounds and the proposed 
rate is 18.4 cents. ; 


COMMISSION ORDERS 


The complaint of the California Ice Co. against the 
Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. et al., 
Docket No. 7502, has been dismissed for want of prosecu- 
tion on part of complainant. 

At complainant’s request, claim having been satisfied, 
Docket No. 6973, Lexington Mill & Elevator Co. vs. Union 
Pacific Railroad Co. et al. has been dismissed; also 
Docket No. 7834, William Hoffman, engaged in business 
as William Hoffman & Co. vs. Yazoo & Mississippi Valley 
Railroad Co., for the same reason. 

The Commission has vacated, as of May 24, its suspen- 
sion order in I. & S. 556, Rates on Grain and Grain Prod- 
ucts from Chicago, Ill., to Eastern Seaboard Points and 
between Other Points, as involved in C. B. & Q. tariffs, 
I. C. C. No. 11178, and the matter will be transferred to 
and become a part of the Commission’s investigation in 
the Western Advance Rate Case, I. & S. No. 555; this 
automatically suspends the effective date of this tariff 
until September 30. 

The Commission has vacated, as of June 5, that part 
of its suspension order in I. &.S. No. 606, “Rate Increases 
in Western Classification Territory (No. 2),” which affects 
C. B. Boyd’s I. C. C. No. A-588, page 196, item 3480. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 53 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


THURSDAY, JUNE 24, 
Docket No. 427—10:00 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Zine: Scrap (see Note): In bags, L. C. L., fourth class; in 
bales, L. C. L., fourth .class; in barrels with cloth tops, 
L. C. L., fourth class; in barrels, boxes or crates, L. C. L., 
fourth class; in packages or in bulk, c.. Bas minimum weight 
36,000 pounds, class C, 
Note.—Ratings apply upon scraps or pieces of Zine which 
have value for remelting purposes only. 
(Cancels Item 23, Page 213; also limit Scrap Zinc in Items 24 
and 25, Page 213, to 21B.—Uniform Sup. 4.) 


Docket No. 428—10:30 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 





Potassium (Potash): 

Hartsalz, Kainit, Manure Salts, Double Manure Salts or 
Sylvinit: In bags, barrels or boxes, L. C. L., fourth class; 
in packages or in bulk, straight or mixed C. L., minimum 
weight 40,000 pounds, class E. 

Hartsalz, Kainit, Manure Salts, Double Manure Salts or 
Sylvinit, in packages or in bulk, and Muriate of Potassium 
(Chloride of Potassium) or Sulphate of Potassium, in pack- 
ages specified for straight C. L. shipments or in bulk, mixed 
Cc. L., minimum weight 40,600 pounds, fifth class. 

(Cancels Kainit from Item 15, Page 173; also cancels Item 14, 
Page 2738.) 


Docket No. 429—11:00 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Flour: 

Cassava or Tapioca: In bags, L. C. L., third class; in bags, 
straight or mixed C. L., minimum weight 36,000 pounds, 
fifth class; in barrels or boxes, L. C. L., third class; in bar- 
rels or boxes, straight or mixed C. L., minimum weight 
36,000 pounds, fifth class; in bags and in barrels or boxes, 
straight or mixed C. L., minimum weight 36,000 pounds, 
fifth class. 

Potato: In bags, barrels or boxes, L. C. L., third class; in 
packages named, L., minimum weight 36,000 pounds, 
fifth class. 

Rice: In cartons in barrels or boxes, L. C. L., third class; 
in cartons in barrels or boxes, C. L., minimum weight 
36,000 pounds, fifth class; in bulk in bags or barrels, L. C. 
L., third class; in bulk in bags or barrels, C. L., minimum 
weight 36,000 pounds, fifth class. 

Sago: In bags, L. C. L., third class; in bags, C. L., minimum 
weight 36,000 pounds, fifth class; in barrels or boxes, L. C. 
L., third class; in barrels or boxes, C. L., minimum weight 
36,000 pounds, fifth class; in bags and in barrels or boxes, 
mixed C. L., minimum weight 36,000 pounds, fifth class. 

(Cancels Item 138, Page ay and Item 34, Page 311—Uniform 
up. 4.) 


Docket No. 430—11:15 A. M. 

Descriptions by Uniform and Ratings by 
i Western Classification Committee. 

Sago: In bags, barrels or boxes, L. L., second .class; in 
packages named, C. L., minimum weight 36,000 pounds, 
fourth class. 

Tapioca: In bags, barrels or boxes, L. C. L., second class; in 
packages named, C, L., minimum weight 36,000 pounds, 
fourth class. 

(Cancels Item 33, Page 311.) 


Docket No. 431—11:30 A. M. Submitted by Shippers. 
Human Hair Waste, in boxes, fourth class. 


Docket No. 432—1:30 P. M. Submitted by Shippers. 

Graders’, Bridge Builders’ and Contractors’ Outfits, second- 
hand, straight or mixed C. L., minimum weight 24,000 
pounds, class A. 

Note.—Provision for Graders’, Bridge Builders’ and Con- 
tractors’ Outfits, second-hand, applies only on tools, tents 
and fixtures, grading machines, machinery, wagons, ‘wheel- 
barrows, dump cars, rails and live stock, not exceeding a 
total of ten (10) head of horses, mules or oxen. Agents 
will issue the usual form of live stock contract. 

(Cancels Item 6, Page 196.) 


Docket No. 433—2:C0 P. M. Submitted by Shippers. 
Glass Lamp Shades, Art Glass, in barrels or boxes, first class. 
(Cancels Item 14, Page 194.) 

Glass Bowls, Semi-indirect Lighting, in barrels or boxes, first 

class. 
(Cancels Item 5, Page 194. 
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Docket No. 434—2:30 P. M. 

Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Can Stock, other than Milk Shipping Can Stock, tin, bodies 
flat, tops and bottoms formed: Lithographed, in boxes or 
* crates, L. C. L., second class; other than lithographed, in 
boxes or crates, L. C. L., fourth class; in packages named, 

& “ee minimum weight 36, 000 pounds, ‘fifth class, 

(Cancels Items 8, 9, 10 and 11, Page 315—Uniform Sup. 4.) 


Docket No. 435—3:00 P. M. 

‘Descriptions by Uniform and Ratings by 
Western Classification Committee. 

Spices: Allsp:ce (Pimento), Capsicum (Cayenne Pepper), Chili 
Peppers, Cinnamon, Cassia, Cloves, Clove Stems, Nutmegs 
or Pepper: 

Ground: In glass or earthenware, packed in barrels or boxes, 
L. C. L., fifth class; in inner containers other than glass 
or earthenware, in barrels or boxes, L. C. L., second class; 
in bulk in barrels or boxes, L. C. L., second class; in pack- 
ogee named, C. L., minimum weight 30,000 pounds, third 
class. 

Not Ground: In bags, bales, barrels or boxes, L. C. L., sec- 
ond class; in packages named, straight or mixed C. L., mini- 
mum weight 30,000 pounds, fourth class, 

Spices, not otherwise indexed by name: 

Ground: In glass or earthenware, packed in barrels or boxes, 
L. C. L., first class; in inner containers other than glass or 
earthenware, in barrels or boxes, L. C. L., second class; in 
bulk in barrels or boxes, L. C. L., second class; in packages 
named, C. L., minimum "weight 30,000 pounds, third class. 

Not Ground: In bags, bales, barrels or boxes, L. C. L., sec- 
ond class; in packages named, Cc. L., minimum weight 
30,060 pounds, fourth class. 

Allspice (Pimento), Capsicum (Cayenne Pepper), Chili Peppers, 
Cinnamon, Cassia, Cloves, Clove Stems, Nutmegs, Pepper or 
Spices, not otherwise indexed by name, in packages pro- 
vided for straight carloads, mixed carloads or in mixed car- 
loads with Ginger Root or ground Mustard, in packages 
provided for straight carloads, will be taken at the highest 
rating provided for carload quantities of any article in the 
shipment, C. L., minimum weight 30,000 pounds. 

(Canceis Item 15, Page 250; 9 and 10, Page 269; 10, 11, 12, 13 

and 16, Page 302; and 4, Page 323.) 

Mustard, Ground: In glass or earthenware, packed in barrels 
or boxes, L. C. L., first class; in inner containers other than 
glass or earthenware, in barrels or boxes, L. C. L., second 
class; in bulk in barrels or boxes, L. C. L., third class; in 
packages named, C. L., minimum weight 30,000 pounds, 
fourth class. 

(Cancels Item 15, Page 302.) 

Roots, Ground or Powdered: 

Ginger: In glass or earthenware, paeked in barrels or boxes, 
L. C. L., first class; in inner containers other than glass 
or earthenware, in barrels or boxes, L. C. L., second class; 
in bulk in barrels or boxes, L. C. L., second class; in pack- 
— named, L., minimum weight 30,000 pounds, third 
class. 

(Cancels Item 14, Page 362.) 

Roots, Not Ground or Powdered: 

Ginger: In bags, barrels or boxes, L C. L., second class; 
In packages named, C. L., minimum weight 30,000 pounds, 


fourth class. 
(Cancels Item 14, Page 291.) 


Roots, Ground or Powdered: 

Turmeric: In glass or earthenware, packed in barrels or 
boxes, first class; in fibre or metal cans or cartons, in bar- 
rels or boxes, second class; in bulk in barrels or boxes, L. 
C. L., second class; in bulk in barrels or boxes, C. L., mini- 
mum weight 30,000 pounds, third class. 

(Cancels Item 17, Page 321.) 


FRIDAY, JUNE 25. 


Docket No, 436—10:00 A. M. 
Descriptions by Uniform and Ratings by 
; Western Classification Committee. 
Copper, Brass or Bronze: Copper, Brass or Bronze Articles, not 
otherwise indexed by name: 

Decorated: Not nested or flat, in barrels or boxes, class 
D1; nested or flat, in barrels or boxes, one and one-half 
times first class. 

Not Decorated: Not nested or flat, in barrels or boxes, L. 
c. L., one and one-half times first class; nested or flat, in 
barrels or boxes, L. C. L., first class; in packages named, 
Cc. L., minimum weight 12,000 pounds (subject to Rule 6B), 
second class. 

(Cancels Items 19 and 20, Page 153.) ° 

Docket No. 437—10:30 A. M. Submitted by Shippers. 

Salt: Flavored (Celery, Garlic or Onion and Salt Combined): 
In glass or earthenware, packed in barrels or boxes, L. C. 
L., second class; in fibre or metal cans, in barrels or boxes, 
L. Cc. L., second class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class. 

(Cancels Items 22 and 25, Page 292.) 


Docket No. 438—11:00 A. M. Submitted by Carriers. 
Paper Makers’ Felts, in boxes, first class. 
(Cancels Item 23, Page 266.) 


Docket No. 439—11:30 A. M. Submitted by Shippers. 
Preservatives: Wood, not otherwise indexed by name: 
Dry: In glass or earthenware, packed in barrels or boxes, 
first class; in pails or metal cans, in barrels, boxes or crates. 
ie ©. Ba. third class; in bulk or in paper packages, in boxes, 
L... & it third élass: in bulk in kits or pails, L. C. L., fourth 
class; in paper packages in barrels, L. C. L., third class; 
in bulk in barrels, L. C. L., fourth class; in pails or metal 
cans, in barrels, boxes or crates, in paper packages in bar- 
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rels or boxes, or in bulk in barrels, boxes, kits or pails, 
Cc. L., minimum weight, 36,000 pounds, fifth class. 

Paste or Ground in Oil: In glass or earthenware, packed in 

barrels or boxes, first class; in metal cans completely jack- 
eted, L. C. L., first class; in pails or metal cans, in barrels, 
boxes or crates, L. C. L., third class; in bulk in kits or 
ails, L. C. L., fourth class; in bulk in barrels, L. C. L., 
ourth class; in metal cans completely jacketed, in pails or 
metal cans, in barrels, boxes or crates, in bulk in kits or 
pails or in bulk in barrels, C. L., minimum weight, 36,000 
pounds, fifth class, 


Docket No. 440—2:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Kindling, Fire: 

Composition: In barrels, boxes or crates, L. C. L, third 
class; in packages named, C. L., minimum weight, 30,000 
pounds, class B. 

Wood: In barrels, boxes, bundles or crates, L. C. L., fourth 
class; loose or in packages, C. L., minimum weight, 30,000 
pounds, class C. 

(Cancels Items 10, 11, 12, 13 and 14, Page 182; and 1, 2, 3 and 6, 
Page 183—Uniform Supplement No. 4.) 


Docket No. 441—2:30 P. M, 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Agricultural Implements, Hand: 

Hay Press Hoists: K. D., in bundles, L. C. L., first class; 
K. D., loose or in bundles, C. L., minimum weight, 24,000 
pounds (subject to Rule 6-B), class A. 

(Cancels Item 11, Page 98—Uniform Supplement No. 4.) 


Docket No. 442—2:45 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Agricultural Implements, Hand: 

Cutters, Feed: S. U., L. C. L., first class; K. D., in boxes, 
bundles or crates, L. C. L., second class; S. U. or K. D., 
loose or in packages, C. L., minimum weight, 24,000 pounds 
(subject to Rule 6-B), third class. 

(Cancels Item 12, Page 94—Uniform Supplement No. 4.) 


Docket No. 443—3:00 P. M. Submitted by Shippers. 
Dental Plaster: In barrels or boxes, L. C. L, fourth class; in 
packages named, C. L., minimum weight, 40,000 pounds, 


class C, 
(Cancels Item 38, Page 159.) 


Docket No. 444—3:30 P. M. Submitted by Shippers. 

Silo Material, iron or steel, consisting of Angles, Bands, Bolts, 
Forgings, Hoops, Lugs, Rods, Wire Rope, Wire Strand, 
Shoes and Steps, in mixed C. L., minimum weight, 36,000 
pounds, fifth class, 

Note.—Wooden Doors and Frames, not exceeding 20 per cent 
of entire weight of shipment, may be loaded with the iron 
or steel Silo Material. 

(New entry.) 


Docket No. 445—4:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Jack Bases, Traversing: Loose or on skids, L. C. L., second 
class; in barrels, boxes or crates, L. C, L., third class; in 
packages, loose or on skids, C. L., minimum weight, 30,000 
pounds, fourth class. 
Jacks or Jack Screws: 

Wagon, wooden: In bundles, first class; in barrels, boxes or 
crates, second class. 

Jacks or Jack Screws, not otherwise indexed by name: 
Mounted on trucks: Loose, L. C. L., first class; in barrels, 
boxes or crates, L. C. L., second class; in packages or loose, 
straight or mixed C, L., minimum weight, 30,000 pounds, 
fourth class. 

Not mounted on trucks: Weighing each 25 pounds or over, 
loose or on skids, L. C. L., third class; in barrels, boxes or 
crates, L. C. L., third class; in packages, loose or on skids, 
straight or mixed C. L., minimum weight, 30,000 pounds; 
fourth class. 

Jacks or Jack Screws, not otherwise indexed by name, 
mounted on trucks and not mounted on trucks, mixed C., L., 
minimum weight, 30,000 pounds, fourth class. 

Jacks of Jack Screws, not otherwise indexed by name, 
in packages, loose or on skids, mixed carloads or in mixed 
carloads with Traversing Jack Bases, in packages, loose or 
on skids, minimum weight, 30,000 pounds, fourth class. 

(Cancels Item 23, Page 209; Item 5, Page 211, and Item 6, 
Page 318.) 


FOURTH SECTION ORDER 124 AMENDED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


Wrought iron pipe has been added to the list of com- 
modities that may be carried under amended fourth sec- 
tion order No. 124 of April 30, better known as schedule 
C of inter-mountain rates. The carriers may take the 
benefit of all fractions in making rates under that amended 
order, to the so-called back-haul territory. That is to say, 
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if the 75 per cent of the local rate from the Pacific coast 
terminal, which is to be added to the terminal rate as an 
arbitrary, is, for instance, 3% cents, the arbitrary will be 
4 cents, 

Rates that will be increased by reason of the revision 
under the back-haul decision, will be allowed to go into 
effect upon the thirty-day statutory notice. Rates which 
have not been increased and changes in minimum carload 
weights will be allowed to become effective on five days’ 
notice to the public and to the Commission. 

The foregoing is the effect of amendments to fourth 


section order No. 124, made public by the Commission 
June 9. Wrought iron pipe and connections were added 
to the list because they compete directly with cast iron 
pipe. To exclude wrought pipe would cause a disarrange- 
ment of the pipe market that would be serious, because a 
large percentage of the pipe used is wrought. The inequity 
of the list which did not include it was pointed out, in 
arguments made in another case, by C. S. Belsterling, at- 
torney for the United States Steel Corporation subsidiaries 
which manufacture that class of pipe. 


The decision with regard to fractions was made on the 
theory that, inasmuch as the whole of schedule C was forced 
upon the railroads by the competition of the Panama canal, 
it would not be seemly to require them, in any instance in 
making up the back-haul rates, to accept less than the 
three-fourths of the local as an arbitrary. A desire to 
avoid fractions was also a consideration. 


RULINGS AS TO PASSES 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 

The Commission at a recent conference considered 
the pass question in the light of the decision of the Su- 
preme Court in the case of the United States vs. Erie 
Railroad Co., and came to the conclusion that there is no 
way for it to prevent the giving of passes by common 
carriers subject to the act, to officers and employes of 
ocean carriers not subject to the act. Therefore it 
decided to rescind its conference rulings (95 (a), 95 (g) 
and 196, which pertains to the issuance of passes under 
such circumstances and conditions. 

The Supreme Court decided, in a case brought at 
the instance of the Commission, to enjoin the issuance of 
passes by the Erie to the traveling passenger agents of 
steamship companies, that the law does not make such 
issuance unlawful. The case was begun in the defunct 
Commerce Court and transferred to the court for the 
Southern District of New York. 


The rulings that have been withdrawn also relate to 
officers and employes of rail carriers in foreign countries 
not adjacent to the United States. That means that here- 
after American railways may extend to the officers and 
employes of European railroads the same “courtesy” that 
European railroads have been giving to Americans, All 
this has been done under date of May 25, although the 
decision was not published until June 7. Under date of 
June 2, the Commission, on June 7, made the following 
announcement: 


“Upon inquiry as to whether or not common carriers 
may issue free passes to the members of the family of 
a deceased pensioned employe: Held, That, with the ex- 
ception of widows during widowhood and minor children 
during minority, the members of the family of a deceased 
pensioned employe may not lawfully use free passes.” 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


REPORT ON PRINT PAPER RATES 


Editor The Traffic World: 

The writer has read with considerable interest the 
report of the Interstate Commerce Commission—Case 6620, 
in the Matter of Rates on News Print Paper from Gal- 
veston, Tex, to various destinations in Oklahoma—as 
published in your issue of April 24, pages 875 and 876, 
particularly that portion of the report reading as follows: 


No paper is manufactured at Galveston and no paper has 
moved from or through that port to Oklahoma points under the 
rates here attacked. Complainant claims that paper would 
move through that port to Oklahoma points under reasonable 
rates. It is not clear why the carriers from Galveston prefer 
“paper rates’”’ to rates on which the paper could move. It is clear 
that the present rates are prohibitive. 


The complainants, it appears, were desirous of having 
the Commission establish a rate of 30 cents per 100 
pounds, but the Commission established rates of 38 cents 
to Oklahoma and McAlester, 40 cents to Muskogee and 
Lawton, 42 cents to Tulsa. 

Not having any information as to the arguments put 
forth by the complainants in support of their contention 
or by the defendants, I am rather curious to know 
whether the fact was brought out at the hearing that 
there was in effect at that time, and is in effect now, a 
legally published through rate of 69 cents per 100 pounds 
applicable to shipments of news print paper in carloads, 
minimum weight 36,000 pounds, from seaboard territory 
to all of the destinations mentioned, which can be found 
in southwestern lines’ tariff No. 9-F, I. C. C. 788, item 
1056, on page 119, this rate being applicable via water 
lines to Galveston, as well as via water lines through 
Atlantic coast ports; also whether a combination of rates 
up to the port of Galveston, plus the rate of 30 cents 
asked for, would make a figure lower than the published 
through rate referred to above. As a matter of fact, it 
will not, for the reason that water lines from New York 
to Galveston carry a rate of 22 cents per 100 pounds, and 
the average arbitrary from the shipping points in Maine 
and Canada to New York City is about 19 cents, so that 
even had the Commission acceded to the request of 
the complainants and authorized a 30-cent rate from Gal- 
veston to all of the points referred to, the lowest avail- 
able combination would still be higher than the through 
rate. 

This is not written with a view to criticize the Com- 
mission, but rather with a view to securing information 
as to just how they arrived at their conclusion that the 
57-cent rate (which is the fifth class rate) was a “paper 
rate” in view of the fact that none of the rates estab- 
lished will ever be used. 

H. S. Pickering & Sons, 
Per O. G. Hempstead. 


Philadelphia, Pa., June 3, 1915. 


LAKE AND RAIL DIVORCE 


Editor The Traffic World: 

The divorcement of the lake-and-rail lines, for which 
Duluth has been devoutly wishing for a long time, and 
toward which it has been lending its efforts, if it is real 


and the boat lines are uncontrolled by railroad influence, 
will be of great benefit to the people ofthe Northwest. 

In order to appreciate the importance to Duluth and 
the Northwest of this change in the lake transportation 
conditions, it is necessary to understand what railroad 
control of the package freight lines has done to the lake 
route rates on package freight. 

Railroad ownership of the boat lines on the Great 
Lakes was prompted by the desire of the railways to do 
away with the water competition. As early as 1890 rail- 
roads reaching from Buffalo to Chicago were complaining 
to their eastern rail connections that something must be 
done to reduce the difference between the all-rail rates 
and the rail-and-lake rates, which differences, representing 
the cheaper cost of carriage by lake than by rail—were 
attracting a large traffic to the lakes—or the business 
of the railways would be swamped. Efforts were made 
at different times to advance the rates, but the interests 
of the carriers were not the same in all cases, and they 
were not very successful. 

In 1889 and 1900 the community of interests plan of 
the eastern railroads began to make itself felt. The New 
York Central bought the Lake Shore, the Michigan Cen- 
tral, the Big Four, the Cincinnati & Northern and the 
Nickel Plate. The Pennsylvania and the New York Cen- 
tral acquired large interests in Baltimore & Ohio, Norfolk 
& Western and Chesapeake & Ohio. The Pennsylvania 
Railroad bought the Anchor Line. The New York Cen- 
tral, Lehigh Valley, Delaware, Lackawanna & Western 
and Erie railroads bought the Northern Steamship Com- 
pany, formerly owned by the Great Northern Railway, 
and operated the boats through the Mutual Transit Co. 
Immediately after these deals had been closed, the rail- 
and-lake rates were advanced without any change in the 
all-rail rates. In 1907 the Mutual Transit Co. bought the 
Minneapolis, St. Paul & Buffalo Steamship Line from 
the Soo Line Railroad and immediately thereafter there 
was another advance in the rail-and-lake rates without 
any change in the all-rail rates. 

In 1905 the New York Central secured control of the 
Rutland Railroad and the Rutland Transit Co., which op- 
erated a line of boats from Ogdensburg, N. Y., to Chicago, 
and soon thereafter the boats of the Transit company 
ceased making Cleveland, O., a port of call. The Cleve- 
lanc-Uhicago business was taken over by the Erie Rail- 
road lake line and, after an independent line operating 
between Cleveland and Chicago had been put out of busi- 
ness, the rates between Cleveland and Duluth were ad- 
vanced, without any change in the all-rail rates, and then 
the Erie Line went out of the Cleveland-Chicago business, 
and to-day there is no boat service between Cleveland 
and Chicago. The withdrawal of this service caused 
another sharp advance in rates. 


Soon after the advances in the lake rates between 
Cleveland and Duluth were made, an attempt was made 
to advance the rates from trunk line and Central Freight 
Association territories to Duluth and the Northwest gen- 
erally. This advance was protested by Duluth interests 
and, after investigation, was denied by the Commerce 
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Commission. Every change in ownership or control 
which brought both the all-rail and rail-and-lake lines 
more completely under the domination of the trunk line 
railroads was followed by advances in the lake route rates, 
without a corresponding advance in the all-rail rates. 

Since that time there have been other advances 
in the rail-and-lake rates without any change in the all- 
rail rates. Prior to 1901 the first class rate from New 
York to Chicago was 54 cents, via rail-and-lake. The 
routes by ocean-and-rail, of which the route from New 
York to Norfolk by ocean, thence by rail to Chicago, is 
a fair example, maintained a rate of 65 cents, first class, 
while the all-rail rate from New York to Chicago was 
75 cents. The several advances in the rail-and-lake rates 
brought them up to 62 cents, first class, from New York 
to Chicago, which was only 3 cents under the rates main- 
tained by ocean-and-rail lines. The ocean-and-rail lines 
promptly dropped their rates, during the season of nav- 
igation on the lakes, to meet the rail-and-lake figure, and 
a large part of the Chicago traffic was diverted from the 
lake lines. 

Thus we see the policy of the eastern railroads work- 
ing out very nicely. The rail-and-lake rates were ad- 
vanced to a point where the ocean-and-rail and the all- 
rail lines could handle a large part of the business. This 
business was taken away from the lake lines. Naturally, 
the lake lines’ earnings began to fall off, and this con- 
dition was made an: excuse for urging further advances 
in the rail-and-lake rates in order to bolster up the failing 
earnings of the boat lines, which, of course, only re- 
sulted in the further narrowing of the differentials be- 
tween the lake routes and the all-rail routes and the 
further loss of business on the part of the boat lines to 
their all-rail owners and competitors. 


Another feature of this control of the boats by the 
railroads is the fact that each railroad has a boat line 
of its own. Through routes and joint rates are main- 
tained only between a railroad and its particular boat 
line. A shipper has no choice of what boat line he would 
use. If a shipment leaves New York destined to Duluth 
over the Pennsylvania Railroad, it can only be carried 
by the Anchor Line. If it starts over the New York 
Central Railroad it can only be carried by the Western 
Transit Co., and, although the railroads maintain more 
boais in service than are necessary to carry the tonnage, 
the shipper cannot take advantage of the first sailing 
from Buffalo, but must wait until a boat owned by the 
particular railroad which brought the shipment into Buf- 
falo is ready to sail. This duplication of service nat- 
urally is very expensive, and the boats are sailing with 
a very small percentage of their carrying capacities filled, 
although the cost of operating a boat fully loaded is no 
greater, and sometimes even less, than the cost of oper- 
ating the same boat light or with a very small zargo. 
The cost per ton of carrying these light cargoes is very 
high and is urged as a reason why rates should be ad- 
vanced. Thus it is shown clearly that the advances in 
rates did not, by any manner of means, cause an increase 
in revenue to the boat lines. 


In the Five Per Cent Rate Advance case, Duluth and 
Chicago resisted the efforts of the railways to raise the 
rail-and-lake rates the same amount as the all-rail rates 
were raised, and the Interstate Commerce Commission 
unanimously refused, both in the original decision in the 
Five Per Cent case and in the supplemental decision, to 
permit the rail-and-lake advances. Now the railroads 
have again advanced the rail-and-lake rates, and with 














no other reason than to maintain the existing agreed 
differentials between the all-rail, ocean-and-rail and rail- 
and-lake routes, which experience has shown will result 
in as little as possible of the through traffic seeking. the 
lake routes. Duluth and Chicago are again opposing these 
advances. 

During all this period, when the rail-and-lake rates 
were being advanced on package freight carried in boats 
owned by the railways, the rates on bulk freight carried 
in independent boats, such as ore, grain and coal, have 
been materially reduced. In 1901 the ore rate was 80 cents 
per gross ton; in 1914, 40 cents per gross ton. In other 
words, while the ore rate was being reduced 50 per cent 
through the increase in the size of the boats engaged in 
carrying ore, the deepening of the channels and general 
improvements in the conditions of navigation and the 
aids thereto, the package freight rates, although the boats 
engaged in that business were very much improved and 
were given the free use of the splendid government water- 
ways on the Great Lakes, were constantly advanced. 

The reduction in the rate on package freight from 
eastern points to Duluth, ordered by the Interstate Com- 
merce Commission in the Duluth rail-and-lake case, 
brought the first class rate from Duluth down from 68 
to 62 cents, but this latter rate is still 2 cents per 100 
pounds higher than the rate which was maintained to 
Duluth prior to the advance in 1901 and 8 cents per 100 
pounds higher than the rate which was then carried from 
New York to Chicago, which rate is a reasonable rate 
and should be established in place of the present rate 
of 62 cents. 

lc is hoped that the divorcement of the railroads from 
the boat lines, if it can be made effective, will have a 
tendency, at least, to change the situation, so that the 
people will be given the full benefit of the cheapest 
possible rates to be made over the wonderful Great Lakes 
highway. 

The Duluth people always tried to deal fairly with 
the carriers which serve them, but they have never been. 
are not now, and never will be, willing to see the Great 
Lakes in any way hampered, restricted or entangled, so 
as to prevent their fullest possible use, in order that 
the people of the great Northwest may enjoy the benefits 
resulting from their ability to reach the markets of the 
world with their products, at the lowest possible cost and 
to receive from the great manufacturing centers of the 
East, those articles which they must have for their com- 
fort and happiness, at the lowest possible cost to them. 
The divorcement of the railroads from the boat lines 
should be a long step in the right direction toward the 
triumph of the “Duluth idea.” 

The “Duluth idea” contemplates the operation of 
package freight lines so that the public, who own the 
waterways, may receive therefrom the same benefits rela- 
tively in the rates on package freight as they receive 
in the rates of independent boat lines, on ore, grain and 
coal. This “Duluth idea” is well expressed in the testi- 
mony of Julius H. Barnes, chairman of the Traffic Com- 
mission of the Commercial Club of Duluth, before the 
Commerce Commission in the divorcement cases. M)’. 
Barnes’s statement was in part as follows: 

“As to the divorcement of the package lines, I think 
there will be plenty of independent capital to operate on 
the Erie Canal, when it is assured of a chance to actually 
operate. I think there will be plenty of capital to enter 
transportation of package freight on the Great Lakes when 
it is properly assured of an interchange of traffic wii 
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che roads at each end of the lakes. I wish that the rail- 
road owners of these lake lines would take a larger view 
of the operation of the lake carrying. I think they could 
perform a great public service, which they do not now do. 

“I think no one factor has been so great in the de- 
velopment of the whole United States as that of the 
Great Lakes. I do not believe that the West and the 
Northwest could have competed in the raising of wheat 
with the pauper labor of Russia, India and Argentine 
except for the cheap transportation afforded by these 
lakes. I do not think the American iron and steel manu- 
facturers could have ever obtained the mastery of the 
steel trade except for the cheap transportation of those 
lakes. 

“I do not believe the East could have constructed 
homes as cheaply as they have, if it were not for the 
cheap transportation afforded the products of the western 
forests. I do not believe the northwestern factories could 
have been maintained, if it were not for the cheap fuel 
which they have been able to obtain, by reason of the 
great waterway. I doubt if the railroads could have 
gotten the great tonnage which they now handle if it 
were not for this waterway. 

“But in the face of all this, we find rates advancing 
on that form of traffic which moves in boxes and bales 
and packages, and which needs a special type of steamer 
to carry it. In order to compete on this traffic one is 
compelled to build a special type of steamer, without 
assurance that he will be able to compete for the other 
type of traffic. The type of vessel that is suitable for 
package freight is not suitable for grain, coal and ore, 
because the unloading apparatus does not work as well 
with boats with decks as boats with open hulls. 

“I believe that a properly and scientifically suitable 
water-carrying business on the Great Lakes would cut 
the charges so largely that it would be unbelievable. For 
instance, there is a large eastbound traffic in flour. I 
believe a properly devised boat, properly devised termi- 
nals and proper cars, could place that type of freight 
from the car to the boat and the boat to the car again 
for 25 per cent of the present handling charges. 


“The package freight on the lakes is taken on and 
off boats to-day by hand trucks, the same as forty years 
ago. The handling of coal and the handling of ore and 
grain has been systematized and cheapened until it has set 
a standard for the world. 


“But how are we going to get the same American 
ingenuity to effect a cheapening in the transportation of 
general freight, when the interests of the owners of that 
general freight transportation line lie in keeping the water 
transportation just as near the rail cost as possible? 


“I have some theories that I believe would correct 
the situation. I believe, in the first place, that what I 
call the ‘Duluth theory’ of water rates ought to be ac- 
cepted. 


“The railroad claims its rates are made on two fac- 
tors, the value of the service and the cost of the service. 
When you try to get the cost of the service, it is con- 
fused in trying to apportion among the different classes 
of traffic the money expended in the large investments 
in highways and terminals. In the case of the lake high- 
Wey, the highway belongs to the people and the value 
of the service belongs to the owners. The cost of the 
Se:vice can be definitely ascertained to the fraction of a 
cent on every class of commodity they put on the boats. 

“I believe water rates should be framed without re- 
gard to the competitive railroad rates; that each operator 


THE TRAFFIC WORLD " 1295 





on that waterway should be entitled to the cost of opera- 
tion plus a fair return on the investment in equipment 
only. Your water rates, made on that principle, would 
be very much more economical than the rail rates. 
Operated on that plan to-day, ore and coal and grain 
rates on water-borne traffic do not exceed one-tenth the 
rail rate between Duluth and Buffalo. 

“I would suggest that the Commission, if it allows 
these lines to continue to operate under their present 
ownership, should prescribe a system of accounts which 
will detail every cost connected with the operation of 
the water carriers, with a special scrutiny of the items 
of shore expenses, soliciting expenses, etc.; that rates 
should then be framed on the knowledge thus obtained, 
which is not difficult to obtain. I believe the Commission 
should ascertain the possible saving by the installation 
of proper handling devices for general freight—what sav- 
ing can be made, and either instruct the railroads to 
install such handling devices for the economical transfer 
from water to rail or rail to water, or frame their rates 
based on such charges, and if the railroad wishes to 
continue to operate on the old, cumbersome and expen- 
sive method it would be at their expense and not ours. 

“I believe the Commission should order the concentra- 
tion of shipments at terminals at the ends of the water 
route, and by that concentration. I believe a very large 
saving would be effected in the way of idle labor, boats’ 
time, etc. 


“I believe the Commission should have the power 
and should prescribe joint routes and joint rates and the 
divisions thereof, and that on short notice independent 
carriers should be able to enter such joint routes. 


“I believe legislation should be passed asking the 
President, on the recommendation of the Interstate Com- 
merce Commission, to suspend the coastwise laws, so that 
the Commission, to correct a very evident abuse, could 
for such time and on such routes as, in their discretion 
they may approve, allow foreign tonnage to enter the 
water-carried port-to-port traffic. Canada has done that 
for American boats for certain routes. There are eighteen 
or twenty standard package freighters running on the 
Great Lakes under Canadian ownership that would be glad 
to compete for this American trade. 


“We think these suggestions would correct our pres- 
ent abuses and allow the railroads to continue to operate 
as owners until such time as a more economical method 
may be devised.” 

G. Roy Hall, 
Traffic Commissioner, Commercial Club of Duluth. 
Duluth, Minn., June 5, 1915. 


EXPRESS RECEIPT CHANGED 


THE TRAFFIC SERVIOE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Express companies have revised their uniform ex- 
press receipt so as to make it conform to the require- 
ments of the Cummins amendment and it has been made 
effective by means of the Commission’s thirteenth supple- 
mental order in Docket No. 4198, “In the Matter of Ex- 
press Rates, Practices, Accounts and Revenues,” gen- 
erally known as “the express rate case.” The receipt 
now conforms to the agreement entered into with regard 
to the uniform bill of lading now used in Official and 
Western Classification territories. The Southern Classi- 
fication territory standard bill of lading will be changed 
as soon as possible. At present it is being rubber stamped 


ae 



































































1296 THE TRAFFIC WORLD 


so as to remove from it all “limitations of liability so 
as to conform to the act of March 3, 1915, effective June 
3, 1916.” 

The chief change in the uniform receipt is to be 
found in the fact that the shipper, as well as the agent 
of the express company, must now sign it, as evidence 
of his acceptance of it. On the face of the receipt ap- 
pears a note as follows: “The company’s charge is 
based upon the character of the property, of which its 
value is an element, and its value must be declared in 
writing by the shipper unless its character is otherwise 
disclosed. When goods are hidden from view by wrap- 
ping, boxing or other means and the company is not noti- 
fied of the character thereof, the shipper’s declaration 
of value may be made by notation ‘not exceeding $50’ 
or ‘not exceeding $50 or 50 cents per pound, actual 
weight.’ ” 

On the back of the receipt are printed the conditions 
that require notice of loss or damage within four months, 
the beginning of suits within two years and the declara- 
tion that the company will be liable, in case of loss or 
damage, for the “value of the goods at place and time 
of shipment.” 

The supplemental order also provides for changes in 
the Official Express Classification with regard to the ap- 
plication of third class rates, which apply only to articles 
worth less than $10, with a minimum charge of 15 cents. 
The shipper must put on the package the notation, “value 
not exceeding $10,” and that must be entered in the 
receipt. If the shipper lies about the value, the question 
arises as to whether he is not guilty of the jail demeanor 
of false billing, for which there is also a fine not exceed- 
ing $1,000. 

The order also allows changes to be made in the 
classification with regard to live animals, live birds and 
live stock, as to the value of which the shipper must 
make declaration if the value of horses, mules, jacks, 
bulls, dogs, ferrets, cats, sheep, burros, cows, colts, 
calves or ponies is greater than $50. If the value of 
birds, reptiles or anything of the smaller animal kind is 
greater than $5 each or if 100 pounds of such is of greater 
value than $50, the shipper must make a declaration, and 
that value must be entered on the receipt. 

All these declarations as to value are made necessary 
by the Cummins act. It forbids the:carriers to limit. 
their liability. Heretofore carriers have simply fixed a 
maximum value for the normal rate. That is, they have 
said that if a trunk was lost they would pay not more 
than $100, or a horse was killed they would pay not 
more than $150, and so on down through the list of 
commodities transported, which, from their character, in- 
dicated the possibility of there being high values placed 
on them in case of loss. ; 

If the shipper desired to recover a higher value, in 
case of loss and damage, the burden was upon him of 
declaring such higher value and paying excess rates. 

Cummins assumed that that was a bad thing. So he 
placed the burden of finding out how much an article 
was worth on the carrier. Thereupon the carriers changed 
their rules so as to require the shippers to declare, in 
writing the value of articles, to the end that they might 
assess the proper rates. That is why it is necessary for 
anyone desiring to send a trunk to tell the railroad com- 
pany, in a way that will make a certain and definite 
record, what its contents are worth. 

Inasmuch as the carrier is liable for the full amount, 
it must know whether a trunk is worth $50 or $2,500. 
It is obvious that there is greater risk of having to pay 
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heavy damages for carrying a trunk worth $2,500 than 
in carrying one worth not more than $100, and the checker 
of the more valuable trunk ought to pay more than the 
checker of one worth not more than $100. 


The old rule can no longer be followed, because “it 
is a limitation on liability.” The rate on trunks is the 
same as ever, but the man who checks one must tell 
the railroad company the value, so that it may not be 
caught with a claim for $500, without the smallest chance 
to resist it. 

Under the old system, if a man declined to accept 
the uniform bill of lading, the uniform express receipt 
or the ordinary baggage rule, he was-required to pay a 
10 per cent increase in rates. Inasmuch as nobody 
thought of doing such a thing, that 10 per cent rule 
was a dead letter. 

It remained a dead letter until the Cummins law was 
enacted. Then the carriers, in a conference with the 
Commission on April 10, said that they would not under- 
take to justify a 10 per cent advance such as they claimed 
would be automatically forced by the law, because the 
uniform bills of lading and receipts had become unlaw- 
ful and might no longer be used because they were “limi- 
tations upon liability in case of loss or damage.” 


COMMISSION ORDERS 


The Commission has dismissed the complaint of the 
J. M. Hall & Co. vs. A. T. & S. F. et al., the refund of 
overcharges having been made to complainant. _ 

At the request of the complainant, Docket No. 7290, 
U. S. of America vs. A. T. & S. F. et al., the complaint has 
been ordered dismissed. 

Inasmuch as the carriers have filed tariffs to become 
effective June 5, canceling the schedules suspended by 
the Commission in I. & S. No. 532, involving switching 
charges on grain to Omaha, Neb., the suspension orders of 
October 19 and January 19 have been vacated as of June 5, 
1915. 

Inasmuch as the carriers have filed a tariff which be- 
came effective May 20, canceling Supp. No. 6 to I. C. C. 
1019, Colo. & S. Ry. Co., involving increases in export 
rates on grain and grain products from stations in Colo- 
rado and New Mexico, to Galveston and other Gulf ports, 
the Commission has vacated its suspension order in I. & 
S. No. 511 of August 15 and Nov, 17, 1914. 

Orders have been issued in Dockets No. 5757 and Sub 
No. 1, Lindsay Walker Co. vs. S. P. et al., involving repara- 
tion claims on shipments of citrus fruit as follows: 

On shipments from California points to Sheridan, Wyo., 
payment by the A. T. & S. F. et al. of $1,008,10; on ship- 
ments of various California points to Sheridan, Wyo., by 
the A. T. & S. F. et al., $146.88; on carload shipments from 
California points to Sheridan, Wyo., by the S. P. et al., 
$145.41; on shipments from California points to Sheridan, 
Wyo., by the A. T. & S. F., $1,146.18; on shipments 
from California points to Sheridan by the S. P. et al. 
$145.41; on shipments from California points to Sheridan 
by the S. P. et al., $294.50; on shipments of lemons from 
California points to Billings, Mont., by the A. T. & S. F. 
et al., $527.47; on lemons in carloads, from California points 
to Billings, by the A. T. & S. F., $94.18; on lemons from 
California points to Billings, by the A. T. & S. F., $42.34 
on lemons from California points to Billings by the S. P 
et al., $43.84, and on citrus fruits from California points 
to Sheridan, Wyo., by the A. T. & S. F., $145.41. In each 
case payments will be made before July 1, 1915, Interes! 
charges run back as far as May 1, 1911. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau, 


LULU YALUUL CUAL A UEREUEAUOTNEUOUU TD ASAOU ELA 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
vately written answers to their inquiries by the payment of 
a small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Carrier Not Liable for Misstatement of Rate. 

Oregon.—Question: “I have a case in mind where 
a railroad agent quoted a wrong rate to a shipper and 
for this reason freight charges were much higher than 
shipper anticipated. Of course, it is my understanding 
that the lawful rate shall be applied regardless of what 
shipper was quoted; however, I desire to ask you if you 
know of a case similar to this and where the shipper 
was reimbursed by carrier?” 

Answer: Under section 6, as first adopted, a ship- 
per was estopped from setting up an agreement with 
the carrier or its agent for a rate other than that law- 
fully published. But in practice it was found that the 
shipper could not always determine the legal rate, and 
was therefore forced to rely upon the information given 
to him by local freight agents. Therefore Congress on 
June 18, 1910, adopted an amendment which provides 
for a penalty of $250 against the carrier which misstates 
the legal rate, as a result of which the shipper suffers 
a loss. But this penalty accrues to the United States 
and not to the shipper, for whom no redress is provided. 

Nevertheless, the rates are published and accessible 
to the shipper, and no matter how difficult they may be 
to understand, the shipper is conclusively presumed to 
know the legal rate. “Neither the intentional nor acci- 
dental misstatement of the applicable published rate will 
bind the carrier or the shipper. The lawful rate is that 
which the carrier must exact and that which the shipper 
must pay. * * * Nor is the carrier liable for dam- 
ages resulting from a mistake in quoting a rate less 
than the full published rate.” So held the U. S. Supreme 
Court in the case of the Illinois Cent. R. R. vs. Henderson 
Elevator Co., 226 U. S. 441 (see page 168 of the Jan. 
18, 1913, issue of The Traffic World). 

= % + 


Freight Consigned to a Local Point and Reshipped. 
Hlinois.—Question: “Carload shipments moving from 
A to C, between which points there is published a through 
class rate via direct route between these two points, namely, 
A and C. However, to an intermediate point, B, there is 
in effect a commodity rate to which added to local class 
rate from B to C makes a lower combination than the 
through class rate from A to C. The movement on the 
commodity plus the local rate is entirely within the 
line of the railroad publishing the through class rate 
from A to C. Shipper issued prepaid bill of lading at 
A consigned to himself at B. On arrival of shipment at 
B consignor at A issues new bill of lading from B to C, 
forwarding same to the agent of the railroad at B, who 
forwards cars to C on this new bill of lading. Would 
this be within the law?” 
Answer: In rule 337, Conference Rulings Bulletin 
6, the Commission held, “affirming the principle of Con- 
ference Ruling 98, it is held, that neither a railroad nor 
its agents or employes may lawfully act as forwarding 
agents for shippers.” Later, in the case of Less Carlot 
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Freight Reconsignment Privileges, 32 I. C. C. 85 (see page 
878 of the Nov. 7, 1914, issue of The Traffic World), where 
a tariff applying to interstate traffic provides for. the 
privilege of reconsignment at a certain point, the Com- 
mission held that it was not within the reason or in- 
tendment of this rule that a shipper shall consign his 
goods to the reconsigning point at an intrastate rate, and 
reconsign therefrom on an interstate rate, in order to 
defeat the lawfully published through rate from original 
point of shipment to final destination, and that such 
practice is unlawful. 

The Commission has frequently held that where a 
specific through rate exists that rate is the only lawful 
rate for a through shipment. The U. S. Supreme Court, 
in the case of U. S. vs. Union Stock Yds. Co., 226 U. S. 
286 (see page 969 of the Dec. 14, 1912, issue of The Traffic 
World), where goods were shipped from a point in one 
state to a designated point in another state by way of 
a junction point in the second state, and the second 
portion of the carriage—that between the junction point 
and the point of destination in that state—is entirely 
within a state, and the shipment is charged a local rate 
for that portion of the carrier, held that “it is none the 
less, even as to this part, interstate and within the pur- 
view of the Act to regulate commerce. That no such 
artificial device as an apparent independent shipment on 
a local bill of lading, or the division of the charges into 
interstate and local rates, will defeat the operation of 
the act where it is to all interests and purposes a single 
shipment between an initial. point in one state and a 
final point in another state. For a full review of our 
opinion on this subject see our answer to “St. Louis,” 
published on pages 188 and 189 of the July 25, 1914, issue 
of The Traffic World. 


oo a Ba 
Reparation Under Long-and-Short-Haul Clause. 


Minnesota.—Question: “In 1913 the A. B. Ry. issued 
a tariff covering rates from C to D, and carried in this 
tariff a rule which provided that the rates as shown 
would not apply to any intermediate points, unless the 
item in which they were carried made reference to this 
rule. Neither the initial page of the tariff, however, nor 
any of the supplements carried any permission for viola- 
tion of the fourth section of the commerce act. In the 
case to which I refer, the rate from C to D was much 
lower than the rate from C to directly intermediate 
points, as the tariff in question carried no through rates 
to the intermediate points, and rates to these points 
were made up of the sum of the locals. We asked the 
railroad company whether the rate could not be applied 
to intermediate points in spite of rule in the tariff, in 
view of the fact that no authority for violation of the 
fourth section was carried in the tariff, and they replied 
that rate could be applied as a terminal rate only, inas- 
much as the item which carried the rate made no ref- 
erence to the rule in the tariff. They stated that they 
were permitted to disregard the fourth section for the 
reason that the tariff was protected by an application 
made by the company for authority to depart from the 
provisions of the fourth section, and, although the ap- 
plication had neither been accepted nor denied by the 
Interstate Commerce Commission, until such time as it 
was acted upon, the rate could not be applied at inter- 
mediate points. 

The questions we should like to have answered are 
these: Does the fact that they have filed application 
allow them to violate the fourth section until the appli- 
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cation has been accepted by the Interstate Commerce 
Commission? If the application is denied could repara- 
tion be secured upon shipments which paid rates higher 
than the intermediate application would allow?” 

Answer: Under the amendment of June 18, 1910, to 
the long-and-short-haul clause, the power in the carrier 
to charge a lesser rate for a longer than for a shorter 
haul has ceased to exist, but the right of a carrier to 
seek and obtain under authorized circumstances the 
sanction of the Commission to charge a lower rate for 
a longer than for a shorter haul, for adequate reasons, is 
expressly reserved and granted. Pending the time that 
the Commission is considering an application for relief 
under the operations of the fourth section, whatever 
rate the carrier has on file with the Commission, even 
though in violation of the fourth section, must be adhered 
to by both carrier and shipper, on the ground that so 
long as the rate remains operative it is conclusive as 
to the rights of the parties. If the application is denied 
by the Commission, and an order issued directing the 
carrier to discontinue certain rates and to substitute 
other rates, such an order does not necessarily make 
an allowance for reparation to shippers covering past 
shipments moving under the condemned rates. 

On the other hand, a shipper is not deprived of the 
right to institute a special proceeding attacking the rea- 
sonableness of the rates under section 1 of the act, even 
though the Commission has granted the carrier’s appli- 
cation for relief, while if the Commission should have 
denied such application, the complainant may under 
section 3 of the act ask for reparation on past shipments. 

But the Commission held in Appalachia Lumber Co. 
et al. vs. L. & N. R, R. Co. et al., 25 I. C. C. 193 (see page 
1006 of the Dec. 21, 1912, issue of The Traffic World), 
“We think that it plainly appears, from the action of 
Congress in providing that no carrier should be pro- 
ceeded against for a violation of the fourth section until 
its application had been acted upon, that it was the 
intent to Congress to say that matters should be left in 
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statu quo until that time. It would be inconsistent to 
grant reparation for a disregard of the rule of the fourth 
section during that period within which the law-making 
authority had expressly sanctioned existence of such 
disregard.” 

+ a. * 


Express Charges on Duplicate Shipments. 


Utah.—Question: “Beg to say that we had a con 
signment of machinery forwarded from A to B, an inter 
state movement, which arrived at destination in a dam- 
aged condition. The use of the machinery in question 
was urgently needed at destination and, in order to avoid 
any further delays, the repair parts were ordered shipped 
by express. Under these circumstances should the car 
rier be held liable for cost of the repair parts, including 
the express charges on the parts, or should they only 
assume the cost of the repair parts and the cost of han- 
dling same by freight?” 

Answer: In the case of Larkin Co. vs. Erie and 
Western Transportation Co. et al., 24 I. C. C. 645 (see 
page 258 of the Aug. 10, 1912, issue of The Traffic World), 
the Commission indicated that carriers should provide 
in their tariffs that where an article is lost, and a dupli- 
cate shipment is made, that the carrier should transport 
the second shipment of the same kind to take the place 
of the first without an additional transportation charge. 
While this duplicate shipment was sent by freight, in- 
stead of by express, and while the courts have not gen- 
erally required carriers to send duplicate shipments with- 
out charge, yet, since the extra charge resulted through 
no fault of the shipper, and the more rapid transit was 
resorted to for the possible purpose of minimizing the 
damage, it seems to us that there should be in principle 
no difference between duplicate shipments sent by freight 
and those sent by express. Kindly refer to our answer 
to “Massachusetts,” published on page 876 of the May 
2, 1914. issue of The Traffic World, for our fuller views 
on this subject. 








Docket of The Commission 


Note.—items in the Docket marked with an asterisk (*) are 
1ew, having been added since last Friday’s Dally and since the 
‘ast Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


June 14—Chicago, Ill—Examiner Marshall: 
Le ey y C. Famechon Co. et al. vs. Great Northern Ry. 
‘0. et 
7766—C. M. & St. P. Ry. Co. vs. Great Northern Ry. Co. 


June 14—Denver, Colo.—Examiner La Roe: 
7790—American National Live Stock Assn. et al. 
Short Line R. R. Co. et al. 


one 14—Phoenix, Ariz.—Examiner Mackley: 
. & S. 614—Rates on petroleum to Arizona points, 


pete 14—Washington, D. C.—Examiner Pugh: 

4800—Sloss- gor: Steel and Iron Co. et al. vs. Laetinetis & 
Nashville R. Co. et al. 

June ate» AR TH. —Examiner Marshall: 

1, & S. 170—Excelsior from St. Paul, Minn., and other points 
to Chicago, Ill., and other points. 

1. & S. 182—Flax tow, flax moss and flax fiber between St. 
Paul, Minn., Winona, Minn., and other points and Chicago, 
Iil., Peoria, "l., Kansas City, Mo., and other points. 

6315—Morris, Johnson, Brown Mfg. Co. vs. Illinois Central R. 

o. eta 


June 15—Denver, Colo.—Examiner La Roe: 
ee Canon Coal Co. et al. vs. Colorado Midland Ry 
0. eta 
ba F" rhea Colorado Fuel Co. vs. C. W. & En, Ry. Co 
eta 


June oo = Ill.—Examiner Marshall: 
|, & S. 615—Rates via rail and lake routes. 


June to—Los Angeles, Cal.—Examiner Macklay: 
6812—Pacific Motor Supply Co. vs. A. T. & S. F. Ry. Co. 

6812, Sub. No. 1—W. H. Whitesall vs. C. B. & Q 3 

6812, Sub. No. 2—Norman W. Church vs. A. T. & S. F. et al. 

6812, Sub. No. 3—C. Will Risden vs. A. T. & S. F. et al. 


vs. Oregon 


a be No. 4—M. Kupfer Co. vs. A. T. & S. F. et al. 
\, & S. 583—Rates on fertilizer to Californie points. 


June oui Angeles, Cal.—Examiner Mackley: 
7778—Moreland Motor Truck Co. vs. San Pedro, Los Angeles 
& Salt Lake et al. 
6086—Merchants’ Traffic Assn. et al. vs. A. T. & S. F. et ab 
“— 19—Argument at Washington, D. C.: 
. & S&S. 518—Withdrawal of regulations covering concentration 
“s dairy products. 

1. & S. 548—Minimum charge for shipment of packing house 
products, fresh meats and other articles transported in ped- 
dler cars. 

1. & S. 549—Stopping of cars in transit to complete loading or 
partially unload. 

June 19—Chicago, Ill.—Examiner Marshall: 
7844—Chamber of Commerce of the City of Milwaukee vs. 
Cc. M. & St. P. Ry. Co. et al. 


June 21—bDiluth, Minn.—Examiner Marshall: 
1, & S. 610—Lake lines deliveries at Duluth. 


June 21—San Francisco, Cal.—Examiner Mackley: 
7758—Crown Willamette Paper Co. vs. Sou. Pac. et al. 


June 21—Argument at Washington, D. C.: 

6445—Cunningham, Duncan & Co. et al. vs. L. & N. R. R. Co. 

6490—Lebanon Commercial Club vs. L. & N. R. R. Co. 

4678—Same vs. Same et al. 

4800—Sloss-Sheffield Steel and Iron Co. et al. vs. L. & N. R 
R. Co. et al. This case is to be heard in connection with 
divisions between carriers. 

June 22—Argument at Washington, D. C.: 

1. & S. 555—Rate increases in Western Classification territory. 
Opening briefs in this case may be filed by all parties not 
later than June 10, and reply brief for all parties not |::ter 
than June 20. 


June 22—San Francisco, Cal.—Examiner Mackley: 
7869—Steamship Great Northern et al. 

June 23—Minneapolis, Minn.—Examiner Marshall: 
t. & S. 507—Colorado class rates. 
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June 25—Reno, Nev.—Examiner Macklay 


ie ena County Land and Live Stock Co. vs. Sou. Pac. 
bar anes R. Wrom et al. vs. Boca & Loyalton R. R. Co. 


June 26—Omaha, Neb.—Examiner Marshall: 
7689-—Commerce Club of Omaha vs. A. T. & S. F. Ry. Co. 
et al 


June 28—Omaha, Neb.—Examiner Dow 


7352—Traffic Bureau Commercial Club of St. Joseph, Mo., vs. 


C. & N. W. Ry. Co. et al. 


7447—Traffic Bureau Commercial Club of Atchison, Kan., vs. 


C. & N. W. Ry. Co. et al. 


7501—Commercial Club of Kansas City, Mo., vs. C. B. & Q. 


R. R. Co. et al. 


7311—Traffic Bureau Sioux City Commercial Club vs. C. & 


N. W. Ry. Co. et al. 


7481—Council Bluffs Commercial Club vs. C. & N. W. Ry. Co. 


et al. 


June 28—Lincoln, Neb.—Examiner Marshall: 
7424—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7589—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7718—W. R. Brooks Coal Co. vs. Wabash R. R. Co. et al. 
7741—W. R. Brooks Coal Co, vs. C. R. I. & P. Ry. Co. et al. 


July 1—Baltimore, Md.—Examiner Burnside: 
eT” apenas Chamber of Commerce vs. B. & O. R. R. Co 
et a 


July 1—Concordia, Kan.—Examiner Marshall: 
ae I oncordia Commercial Club et al. vs. A. T. & S. F. 
et al 
“ov Commercial Club et al. vs. Ala. & Vicks. 
Ry. et a 
a Peg me Ind.—Examiner Wood: 
. 585—Switching at Ridge Farm, Il. 
suly S  gaeadianen La.—Examiner Bissell: 
. & S. No. 622—Rates on doors from Louisiana. 


na 2—Johnson City, Tenn.—Examiner Kelly: 

7865—Chamber of Commerce of Johnson City, Tenn., vs. Sou. 
Ry. Co. et al. 

Portions of Fourth Section applications to continue class and 
commodity: rates from Ohio and Mississippi River crossings 
and beyond, from Pittsburgh and Buffalo territory and 
points in Central Freight Association territory to Bristol, 
Tenn., lower than rates to Johnson City, Tenn., and other 
intermediate points: 

* 1548—Southern Ry. Co. 
* 1592—Louisville & Nashville R. R. Co. 

These applications will be heard in connection with the 
case of the Chamber of Commerce of Johnson City, Tenn., 
vs. Sou. Ry. Co. et al, Docket No. 7865. 


July 2—Chicago, Ill—Examiner McKenna: 

* 1, & S. 382—Cement rates from Mason City, Ia., to Beach, 
N. D. 
. & S. 626—Rates on crushed stone from Wisconsin points. 


‘ia 3—Chicago, Ill.—Examiner McKenna: 
* 5549—Sterns & Culver Lumber Co. vs. L. & N. R. R. * a et al. 
* 7645—Sterns & Culver Lumber Co. vs. C. M. & St. P. et al. 
* ae tame S. Templeton & Sons vs. C. Il. & S. R. R, Co. 
et al. 
July 3—Cedar Rapids, Ia.—Examiner Wood: 
6965—Cedar Rapids Grain Co. vs. C. P. & St. L. R. R. Co. et at 
7585—Roach & Musser Sash and Door Co. vs. Adams Express 
Co. et al. 


ar 3—Philadelphia, Pa.—Examiner Burnside: 
. & S. 624—Cement rates to Ohio points. 


Jay 6—Knoxville, Tenn.—Examiner Kelly: 
. & S. 629—Rates on coal to Red Wing, Minn. 


eae 6—Birmingham, Ala.—Examiner Bissell: 
7702—Galloway Coal Co. et al. vs. Alabama Great Southern 
Ry. Co, et.al. 


July 6—Des Moines, Ia.—Examiner Wood: 
7580—New Monarch Machine and Stamping Co. vs. Indiana 
Harbor Belt R. R. Co. et al. 
7582—Elaterite Paint Co. vs. C. R. I. & P. Ry. Co. 
7399—Kratzer Carriage Co. vs. C. C. C. & St. L. et al. 
7900—Watrous-Acme Mfg. Co. vs. Pere M. R. R. Co. et al. 


July 6—Sioux Falls, S. D.—Examiner Dow: 
7101—Traffic Bureau of the Sioux City Commercial Club vs. 
American Express Co. 


July 6—Philadelphia, Pa.—Examiner Burnside: 
7608—Commercial Exchange of Philadelphia vs. N. Y. Cc. & 
H. R. R. R. et al. 
7841—Thos. B. Hammer vs. A. C. L. R. R. Co. et al. 
7940—U. S. Cast Iron Pipe and Foundry Co. vs. Sou. Ry. et al. 


July 6—Chicago, Ill.—Commissioner Daniels: 
|. & S&S. 600—Western passenger fares. 


July 6—Chicago, Ill—Examiner McKenna: 

* 7153—Armour & Co. vs. C. & N. W. Ry. Co. et al. 

* 7199—United Cigar Mfg. Co. vs. Gulf, Colo. & Santa Fe. et al. 
* 7524—Swift & Co. vs. L. & N. R. R. Co. et al. 

* 7593—Swift & Co. vs. Sou. Ry. Co. et al. 


July 7—Chicago, Ill.—Examiner pee: 

* 71i80—Burson Knitting Co. vs. I. & S. R. Co. et al. 

* 7289—Burson Knitting Co. vs. S. M. & dare Ry. Co. et al. 

bd deo eats Electric Mfg. Co. vs. A. T. & S. F. Ry. Co. 


* 7219-—Benjamin Electric Mfg. Co. vs. A. T. & S. F. Ry. Co. 
t al 


July 7—Des Moines, Ia.—Examiner Wood: 

Portion of Fourth Section Application No. 553, filed by the 
Northern Pacific, to continue rates on iron silo material 
from Des Moines, Ia., to Moorhead, Minn., and Fargo, N. D., 
iower than the rates to Detroit, Minn., and other inter- 
mediate points. 
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* Portion of Fourth Section Application No. 3786 of the Chi- 
cago & Northwestern to continue rates on nails, wire, wire 
fence and staples, from Monessen, Pa., to Ida Grove, Iowa, 
greater than the aggregate of the intermediate rates to 
and from East Clinton and Gifford, Ia., to be heard in 
connection with Docket No. 7929, Pilcher Hardware Co. vs. 
P. & L. E. et al. 

7602—Pilcher Hardware Co. vs. C. & N. W. et al. 

7929—-Pilcher Hardware Co. vs. P. & L. E. R. R. Co. et al. 

7901—Dodd & Struthers vs. P. R. R. Co. et al. 
nection with Docket No. 7579, Storm Lake Tub and Tank 
Factory vs. Indiana Harbor Belt Ry. Co. et al. 

Portion of Fourth Section Applications No. 2045 of the Illinois 
Central.and No. 3786 of the C. & N. W. to continue higher 
rates on coal to Belle Plaine, Ia., than the aggregate of the 
intermediate to and from Clinton, Ia., to be heard in con- 
nection with Docket No. 7735, Reliance Brick and Tile Co. 
vs. Ill, Cent. R. R. Co. et al. 

be ea ~ eemeiece Machine and Stamping Co. vs. C. M. & 

et a 


July 7—St. Louis, Mo.—Examiner Pitt: 

5 Fullerton Lumber Co. vs. Alabama Central R. R. Co. 
et al., and portions of following Fourth Section Orders cov- 
ering rates on lumber from points in Arkansas, Louisiana, 
Mississippi, Missouri and Texas to Omaha, Council Bluffs, 
Des Moines and Sioux City: 

3749—M. K. & T. Ry. Co. and connections. 

2217—T. & P. Ry. Co. and connections. 

793—B. S. L. & W. Ry. Co. and connections. 

1635—I. & G. N. R. R. Co. and connections. 

saat Ry. Co. and the St. L. I. M. & S. and connec- 
ons. 

2416—St. L. & S. F. R. R. Co. and conneitions. 

2371—St. L. & S. F. R. R. Co. and connections. 

4218—M. P. Ry. Co. and St. L. I. M. & S. and connections. 

4852—St. L. S. W. Ry. Co. and connections. 

1951—K. C. S. a: Co. and connections. 

1952—L. & N. R. Co. and connections. 

2045—I. C. R. rr Co. and connections. 

2043—Y. & M. V. R. R. Co. and connections. 

623—F.. A. Leland, agent. 

467—F. A. Leland, agent. 


July 8—Chicago, Ill.—Examiner McKenna: 

* 7420—Minneapolis Mfg. Co. vs. Nor. Pac. Ry. Co. et al. 

* ar: ey eae -Green Bay Mfg. Co. vs. C. M. & St. P. Ry. 
o. et a 

* 762i—Rowe Mfg. Co. vs. Cc. B. & Q. R. R. Co. et al. 

* 7923—Darling & Co. vs. P. C. C. & St. L. Ry. Co. 

July 8—Des Moines, Ia.—Examiner Wood: 

Portion of Fourth Section Application No. 3786 of the Chicago 
& Northwestern to continue rates on automobiles from 
Lansing, Mich., to Mason City, Ia., greater than the aggre- 
gate of the intermediate rates to and from East Clinton, 
Tll., to be heard in connection with Docket No. 7622, Crystal 
Carbonating Co. vs. Michigan Central et al. 

7839—National Clay Works vs. Minn. & St. L. R. R. Co. 

a Carbonating Co. vs. Mich. Cent. R. R. Co. et al. 

o. et al. 
7898—Mason City Hide and Fur Co. vs. Minn. & St. L. R. R. 
July 8—Nashville, Tenn.—Examiner Kelly: 
6798—Nashville Lumbermen’s Club vs. L. & N. R. R. Co. et al. 
July 8—Philadelphia, Pa.—Examiner Burnside: 
ee Milk Exchange vs. P. B. & W. R. R. Co 
et al. 


July 8—Toledo, O.—Examiner Marshall: 


7761—Traffic Bureau of the Toledo Chamber of Commerce et 
al. vs. C. H. & D. Ry. Co. et al. 


July 9—Chicago, Ill—Examiner McKenna: 

* 7257—Stone Producers’ Sales Co. vs. C. lL. & L. Ry. Co. et al. 
* 7523—G. W. Sheldon & Co. vs. Wabash R. R. Co. et al. 

* 7615—Keen Keener Mfg. Co. vs. C. R. I. & P. et al. 


July 9—St. Louis, Mo.—Examiner Pitt: 

Portions of Fourth Section Applications No. 461 (F. A. Le- 
land, agent) and No. 689 . A. Leland, agent, and J. F. 
Tucker, agent), to charge through rates from all points in 
United States to points in Texas and Louisiana, to exceed 
the sum of the intermediate rates over Shreveport and 
Texarkana and other intermediate points. Also applications 
asking for the same authority by the following roads: 

Houston & Shreveport Ry. Co. 

Kansas City Southern Ry. Co. 

Louisiana & Arkansas Ry. Co. 

Louisiana Ry. & Nav. Co. 

Missouri, Kansas & Texas Ry. Co. 

St. Louis, Iron Mountain & Southern Ry. Co. 
Texas & Pacific Ry. Co. 

Vicksburg, Shreveport & Pacific Ry. Co. 

St. Louis Southwestern R. R. Co. 


July 9—Des Moines, Ia.—Examiner Wood: 

Portion of Fourth Section Application No. 2045 of the Illinois 
Central to charge through rates on gasoline engines from 
Freeport, Ill., to Waterloo, Ia., higher than the aggregate 
rates to and ‘from Dubuque, to be heard in connection with 
Docket No. 7581, Waterloo Cement Machinery Corporation 
vs. Ill. Central R. R. Co. et al. 

Portion of Fourth Section Application No. 3786 of the Chicago 
& Northwestern to continue to charge rates on mineral wool 
from South Milwaukee, Wis., to Waterloo, Ia., greater than 
the aggregate of the intermediate rates from Dubuque, to 
be heard in connection with Docket No. 7872, Herrick Re- 
egg and Cold Storage Co. et al. vs. C. & N. W. Ry. 

‘o. et al. 

Portion of Fourth Section Application No. 2045 of Illinois 
Central R. R. Co. to carry through rate on sweat pads from 
Greenfield, Ohio, to Waterloo, Ia., greater than the aggre- 
gate of intermediate rates to and from East Dubuque, to 
be heard in connection with Docket No. 7816, Waterloo Sad- 
dlery Co. vs. B. & O. S. W. et al. 































































































1300 


7909—Waterloo Register Co. vs. C. & N. W. Ry. Co. et al. 
7816—W aterloo Saddlery Co. vs. B. & O. S. W. et al. 
— oe Cement Machinery Corporation vs. I. C. R. R. 
‘o. et al. 
7872—Herrick Refrigerator and Cold Storage Co. et al. vs. 
C. & N. W. Ry. Co. et al. 


July 10—St. Louis, Mo.—Examiner Pitt: 

* Portions of Fourth Section Applications Nos. 4218 and 4219 
of the Missouri Pacific et al., asking for authority to continue 
rates for the transportaton of plaster, cement, stucco and 
gypsum rock from Blue Rapids and Irving, Kan., to St. 
Louis and East St. Louis, lower than rates concurrently in 
effect to intermediate points. . 

July 10—Chicago, Ill.—Examiner McKenna: 

* 7465—Ludowic-Celadon Co. vs. M. K. & T. et al. 

* 7683—Ludowic-Celadon Co. vs. M. K. & T. et al. 

* 7710—Same vs. Elgin J. & E. Ry. Co. et al. 

July 12—Birmingham, Ala.—Examiner Bissell: 

* 698 and 707, Sub. Nos. 215 and 541—Oden & Elliott vs. S. A. 
L. et al. On the question of reparation. 

July 12—Meridian, Miss.—Examiner Kelly: 

ee Ie Gray Lumber Co. vs. Ala. Tenn. & Nor. R. R. 

‘o. et al. 
July 12—Des Moines, Ia.—Examiner Wood: 

7579—Storm Lake Tub and Tank Factory, Inc., vs. Indiana 
Harbor Belt R. R. Co. et al. 

7639—W hat Cheer Tool Co, vs. K. & W. Ry. Co. et al. 

7735—Reliance Brick and Tile Co. vs. I. C. R. R. Co. et al. 

7756—Zimmerman Steel Co. vs. C. M. & St. P. Ry. Co. et al. 

Portion of Fourth Section Application No. 2045 of the Illinois 
Central to continue through rates on iron from Chicago 
to Storm Lake, Ia., in excess of the combination of inter- 
mediate rates to and from Tara, Ia., to be heard in con- 

July 12—New York, N. Y.—Examiner Burnside: 

|. & S. 613—New York-New Jersey ferry rates. 

July 12—Chicago, Ill—Examiner McKenna: 

* 7118—Goodwin Car Co. vs. M. K. & T. Ry. Co. et al. 

* 7405—D. B. Zimmerman vs. C, R. I. & P. Ry. Co. et al. 

* 7431—H. W. Taylor & Co. vs. Wabash R. R. Co. et al. 

* 7745—Western Consolidated Coal Co. vs. C. T. H. & S. E. Ry. 

July 13—Birmingham, Ala.—Examiner Bissell: 

* 7883—Oden-Elliott Lumber Co. vs. Sou. Ry. Co. et al. 

* 7952—Oden-Elliott Lumber Co. vs. A. B. & A. R. R. Co. et al. 

July 13—Birmingham, Ala.—Examner Bissell: 

* 7951—Advance Lumber Co. vs. S. A. L. Ry. Co. et al. 

* 7824—Standard Lumber Co, vs. A. & W. P. Ry. Co. 

* 7876—Same vs. South Georgia Ry. Co. et al. 

* 7911—Standard Lumber Co. vs. Georgia R. R. Co. et al. 

July 13—Chicago, Ill.—Examiner McKenna: 

* 7458—Emily Hartley et al. vs. C. & N. W. Ry. et al. 

* 8 Coal and Coke Co. vs. St. L. I. M. & Sou. Ry. 

0. et al. , 
* 7487—Western Felt Goods Co. vs. Wabash R. R. Co. et al. 
* 7504—Wedron White Sand Co. vs. C. B. & Q. Ry. Co. et al. 


July 13—Des Moines, Ia.—Examiner Wood: 

Portion of Fourth Section Application No. 56 of the C. R. I. 
& P. to continue rates on soft drinks and returned empty 
bottles from Sioux City, etc., to points in Minnesota lower 
than the rates concurrently in effect on like traffic from and 
to Sheldon and other intermediate points, to be heard in 
connection with Docket No. 7814, Sheldon Bottling Works 
va. CBRL & P. 

7772—Johnston & Sharpe Mfg. Co. vs. C. R. I. & P. Ry. Co. 

7787—United States Steel Lock Co. vs. C. M. & St. P. Ry. Co. 


et al. 
7814—Sheldon Bottling Works vs. C. R. I. & P. Ry. Co. et al. 
7874—Purity Oats Co. vs. C. B. & Q. R. R. Co. et al. 


July 13—Jackson, Miss.—Examiner Kelly: 
7651—Mississippi R. R. Commission et al. vs. N. O. M. & C. 
R. R. Co. et al. 
July 13—New York, N. Y.—Examiner Burnside: 
—— Frankfeld & Co. vs. New York Central R. R. Co. 
et al. 


July 14—Chicago, Ill—Examiner McKenna: 

* 7308—M. Moore Granite and Monumental-Works vs. Ill. Cent. 
R. R. Co. et al. 

* 7583—General Chemical Co. vs. C. & E. I. R. R. Co. et al. 

* 7537—Chelsea Refining Co. vs. Mo. Pac. Ry. Co. et al. 

* 7547—Theodore Kundtz vs. St. L. & S. F. Ry. Co. et al. 


July 14—Topeka, Kan.—Examiner Pitt: 

* Those portions of the following Fourth Section applications 
which ask for authority to continue rates on class and com- 
modities from New Orleans and Galveston to Omaha and 
Kansas City and other Missouri River points which are 
lower than rates on like traffic to Anthony, Arkansas City, 
Coffeyville, Emporia, Hutchinson, Independence, Lawrence, 
Salina, Topeka, Wichita, and Winfield, Kan., and other 
intermediate points in the state of Kansas: 

639—F. A. Leland, for parties to his tariff I. C. C. 776. 
en, Poteet, agent, for parties to his tariff I. C. C 
tiie! ¥ Emerson, agent, for parties to his tariff I. C. 
Cc 
S 


2040—W. H. Hosmer, agent, for parties to his tariff I. 
C. A145 and A168. 
ih ms Emerson, agent, for parties to his tariff I. 


July 15—Chicago, Ill—Examiner McKenna: 

* 7 tt tras & Bennett Mfg. Co. vs. Belt Ry. Co. of Chicago 
et al. 

* 7618—Hunt-Helm-Ferris & Co. vs. Ann Arbor R. R. Co. et al. 

* 7660—A. S. Pierce vs. C. & N. W. Ry. Co. et al. 

July 15—Frankfort, Ky.—Examiner Kelly: 

|, & S. 628—Rates on coal to Kentucky points. 

July 16—Des Moines, Ia.—Examiner Wood: 

* 7731—Heider Mfg. Co. vs. Pa. Co. et al. 

* wee a No. 1—Heider Mfg. Co. vs. Elgin J. & E. Ry. Co. 
et al. 
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* 7732—Heider Mfg. Co. vs. C. & N. W. and Fourth Section 
Application No. 3786 of the C. & N. W. asking for authority 
to continue to charge rates on bar iron from Bayview, Wis., 
to Carroll, Ia., greater than the aggregate of the inter- 
mediate rates to or from Marshalltown, Ia. 

* 7616—Heider Mfg. Co. vs. C. Gt West. 

* 7616, Sub. No. 1—Heider Mfg. Co. vs. C. Gt. West. 

July 16—Chicago, Ill.—Examiner McKenna: 

* 7665—Wm. Myer Co. vs. A. T. & S. F. Ry. 

* 7674—H. A. Hearon et al. vs. Ill. Cent. R. R. Co. et al. 

* 7693—Passow & Sons vs. C. M. & St. P. Ry. 

July 16—Albany, N. Y.—Examiner Burnside: 

7596—Duffney Brick Co. et al. vs. B. & M. R. R. 
7661—Boston Brick Co. vs. B. & M. R. R. et al. 
7696—Duffney Brick Co. vs. B. & M. R. R. Co, et al. 
7786—Boston Brick Co. vs. B. & M. R. R. et al. 

July 17—Chicago, Ill—Examiner McKenna: 

* en City Sand Co. vs. N. Y. C. & &t. L. Ry. Co. 
et al. 

* 7747—Thorne Kneele & Co. vs. Wabash R. R. Co. et al. 

* 7753—S. T. Fish & Co. vs. A. T. & S. F. Ry. Co. et al. 


July 17—Cincinnati, O.—Examiner Kelly: 
\. & S, 625—Rates on coke from Virginia points. 
July 19—Sioux City, Ia.—Examiner Wood: 
* 1, & S, 598—Rates on grain to the southwest. . 
* o- <" <oentiean Grain Co. et al. vs. Ill. Cent. R. R. Co. 
et al. 
July 18—Chicago, Ill.—Examiner Kelly: 
|. & S. 623—Export grain case. 
7938—Board of Trade of the City of Chicago vs. A. T. & S. F. 
Ry. Co. et al. 


> 19—Chicago, Ill.—Examiner McKenna: 
* 64—Sulzberger & Sons Co. of America vs. M. St. P. & S. 
S. M. Ry. et al. 
* 7768—Columbia Maltine Co. et al. vs. N. Y. C. R. R. Co. et al. 
* —— Lumber and Land Co. vs. Great Nor. Ry. Co. 
et al. 
* 7808—Standard Paint Co. vs. Sou. Pac. et al. 
July 19—Boston, Mass.—Examiner Burnside: 
os ay ees Dock and Storage Warehouse Co. vs. B. & 
July 21—Chicago, Ill._—Examiner McKenna: 
* 7855—J. W. Butler Paper Co. vs. Can. Pac. Ry. Co. et al. 
* 7878—Walter A. Hall et al. vs. P. C. C. & St. L. et al. 
* 7882—Henry Holverscheid & Co. vs. L. V. R. R. Co. et al. 
July 21—Chicago, Ill—Examiner Kelly: 
1. & S. 627—Rates on coal from Toluca, III. 


July 22—Philadelphia, Pa.—Examiner Burnside: 
5942—Consolidated Coal Co. et al. vs. B. & O. R. R. et al. 
July 22—Chicago, Ill.—Examiner McKenna: 
* 7886—Briggs & Turivas vs. C. & N. W. Ry. Co. 
* 7921—Progressive Metal and Roofing Co. et al. vs. C. & N. W. 
July 22—Chicago, Ill.—Examiner Kelly: 
7123—Kawneer Mfg. Co. vs. A. T. & S. F. et al. 
July 23—Chicago, Ill.—Examiner Kelly: 
7916—Indiana Transportation Co. vs. G. R., Hqlland & Chi- 
cago Ry. Co. 
July 20—Boston, Mass.—Examiner Burnside: 
7788—Ida S. Graustein vs. B. & M. R. R. et al. 


July 20—Chicago, Ill—Examiner McKenna: 

* 7813—Berry Coal and Coke Co. vs. C. & N. W. Ry. Co. et al. 

* 7823—Ohio Iron and Metal Co. vs. P. R.. R. Co. et al. 

* a eo H. Hettler Lumber Co. vs. Ala. & Vicks. Ry. 
o. et al. 


July 21—Omaha, Neb.—Examiner Wood: 

* 7562—Updike Grain Co. vs. C. St. P. M. & O. et al. 

* 7721—Updike Elevator Co. vs. C. R. Il. & P. et al. 

* 7838—Omaha Alfalfa Milling Co. vs. Union Pacific. 

* 7880—Merriam & Millard Co. et al. vs. C. & A. R. R. Co. et al. 
July 23—Chicago, Ill.—Examiner McKenna: 

* 1. & S. 630—Rates on wool to Winona, Minn. 

* |. & S. 632—Rates on phosphate of lime from Chicago, IIl. 
July 23—Cheyenne, Wyo.—Examiner Wood: 

* 7803—Town of Torrington, Wyo., vs. C. B. & Q. R. R. Co. 
July 24—Chicago, Ill.—Examiner McKenna: 

* I. & S. 638—Fabrications in transit at Greenville; Pa. 

* 1, & S. 641—Rates on coal to lowa points. 


July 26—Boise City, Idaho—Examiner Wood: 
* 6531—Crane Falls Power and Irrigation Co. vs. O. S. L. R. R. 
July 26—Milwaukee, Wis.—Examiner Kelly: 
5650—Chas. Becker, trading as Wisconsin Coal Co., vs. Pere 
M. R. R. Co. (To be heard on the question of reparation.) 
July 26—Pittsburgh, Pa.—Examiner Burnside: 
7863—Beaver Valley Pot Co. et al. vs. B. & O. R. R. Co. et al. 
7930—Jos. W. Cotterill Lumber Co. vs. Morgantown & King 
et al. 
July 27—La Crosse, Wis.—Examiner Kelly: 
7897—La Crosse Shippers’ Assn. et al. vs. Ann Arbor R. R. 
Co. et al. 
July 27—Pittsburgh, Pa.—Examiner Burnside: 
7601—Andrews Bros. & Co. et al. vs. P. R. R. et al. 
7791—Pitt Gas Coal Co. vs. P. R. R. Co. et al. 


July 27—La Crosse, Wis.—Examiner Kelly: 
* 7945—Advance Bedding Co. vs. A. T. & S. F. Ry. Co. et al. 


July 28—Portland, Ore.—Examiner Wood: 


* 7740—Crown-Columbia Paper Co. vs. Ore.-Wash. R. R. & Nv. 
Co. 

* 780i—Eastern & Western Lumber Co. vs. Sou. Pac. et al. 

* 7833—Portland Railway Light and Power. Co. vs. Southern 
Pacific et al. 

* 6493—California Corrugated Culvert Co. vs. Alabama Great 
Southern R. R. Co. et al. 
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July 28—Portland, Ore.—Examiner Wood: 


* 7995—Northwest Gas Equipment Co. vs. Ore.-Wash. R. R. & 


Nav. Co. et al. , 
July 29—Sioux City, Ia.—Examiner Kelly: 


7821—Traffic Bureau of Sioux City Commercial Club vs. C. 


B. & Q. et al. 
July 230—Medford, Ore.—Examiner Wood: 
* 3628—Medford Traffic Bureau vs. Southern Pacific. 
July 31—Des Moines, la.—Examiner Kelly: 
5441—Iowa & Southwestern Ry. Co. vs. C. B. & Q. R. 
& S. 


— Valley Milling Co. et al. vs. A. T. 
‘oO. et al. 

August 2—San Francisco, Cal.—Examiner Wood: 

* 7927—R. W. Eldon vs. Southern Pacific. 

* 1. & S. 645—Lumber from New Castle, Calif. 


August 2—Des Moines, Ia.—Examiner Kelly: 

Such portions of the following Fourth Section applications as 
seek authority to continue rates on peanuts from Su‘folk, 
Norfolk, Petersburg and Franklin, Va., to St. Paul and Min- 
neapolis, Minn., which are lower than the rates which are 
concurrently applicable to Marshalltown, Waterloo, Ia., and 
Des Moines, Ia., and other intermediate points: 

928—Virginian Ry. 

1747—Chesapeake & Ohio Ry. Co. 

1548—Southern Ry. - 

1561—Norfolkk & Western. 

These applications are to be heard in connection with 
Western Grocer Co. et al. vs. B. & O. R. R. Co. et all, 
Docket No. 7700. 

|. & S 593—Rates on glucose from Chicago. 

7700—Western Grocer Co. et al. vs. B. & O. R. R. Co. et al. 

7793—J. C. Hubinger Bros. Co. vs. A. T. & S. F. Ry. Co. et al. 


HEARINGS AT WASHINGTON—EXAMINER PUGH. 
il, & S. Docket No. 604 and First Supplemental Order—Official 
Classification Ratings. 


June 28 to and including July 1—Evidence by protestants: Beer 
in carloads and in less than carloads. Returned empty beer 
barrels, including minimum carload weights and estimated 
weight features. Beer cooperage. Old empty beer bottles 
and old empty mineral water bottles. Non-alcoholic bev- 
erages. 

July 2 to and including July 3—Evidence by protestants: Plug 
tobacco, including tobacco siftings, tobacco sweepings and 
tobacco cuttings or scrap. 

July 6 and 7—Evidence by protestants: Grain and grain products, 
including estimated weights of barrels of flour. 

July 8—E'’vidence by protestants: Rags and scrap or waste 
paper. 

July 9—Opportunity will be given respondents to submit re- 
buttal evidence. 


DIGEST OF NEW COMPLAINTS 


No. 7583, Sub. No. 23. San Francisco Chamber of Commerce, 
San Francisco, vs. A. T. & S..F. et al. 

Asks for reparation of $2.50 per car, switching charges, for 
the Charles Harley Co. 

No. 7583, Sub. No. 24. Same vs. Southern Pacific et al. 

Asks for reparation for excessive switching charges on be- 
half of the Italian Swiss Co. and M. Phillips & Co., of San 
Francisco. 

No. 7597, Sub. No. 16. San Francisco Chamber of Commerce 
vs. Sou. Pac. et al. 

Claim for reparation on behalf of M. Phillips & Co. for ex- 
cessive switching charges. 

No. 7597, Sub. No. 17. Hillebrand-Stearn Co. et al., Los Ange- 
les, Cal., and Phoenix, Ariz., vs. Southern Pacific. 

Reparation for unreasonable switching charges at Los An- 
geles. 

No. 8036. Pacific Bridge Co., Portland, Ore., vs. Spokane P. & 
S. Ry. Co. 

Unjust and unreasonable rates on shipments of paving 
blocks from Wahkakus, Wash., to Portland, Ore. Reparation 
asked for. 

No. 8037. J. U. Wicker et al., New Albany, Miss., vs. St. LL & 
Ss. F. RB. B. Co. et al, 

Unjust and unreasonable charges on shipments of live stock 
from New Albany, Miss., to East St. Louis, Ill. Reparation 
asked to the basis of the present published rates. 

No. 8038. Lutcher & Moore Lumber Co., Orange, Tex., vs. 
Texas & Ft. Smith et al. 

Against a refusal to apply the published rate of 45c on 
shipments of resin and its by-products from Stark, La., to 
San Francisco, when for export to points in the Orient, as 
unreasonable and unjustly discriminatory in favor of ship- 
pers in California. Cease and desist order and the establish- 
ment of reasonable and just rates asked for. 

No. 8039. Eastern Shore of Virginia Produce Ex@hange vs. N. 
YY... & MN. RB. RB: Co. ot. at 

Unjust and unreasonable rates on vegetables and berries 
from all stations on the line of the N. Y. P. & N.-in North- 
ampton and Accomac Counties of Virginia to points in various 
states and territories in the United States and unjustly dis- 
criminatory as compared with rates from Norfolk, Va. Asks 
for the establishment of maxima rates and reparation. 

No. 8040. Warren, Webster & Co., Camden, N. J., vs. P. & R. 
Ry. Co. et al. 

Against a commodity rate of 40c on feed water heaters from 
Samden, N. J., to Jacksonville, Fla., as unjust and unreason- 
able to the extent it exceeds a sixth class rate of 35%c. Asks 
or the establishment of maxima carload rates and repara- 
ion. 

No. 8041. Bush Terminal R. R. Co. vs. N. Y. C. et al. 
Against a refusal of the Trunk Line R. R. to continue 
livision of joint rates in effect for approximately ten years. 


R. Co. 
F. Ry. 
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Discontinuance of those divisions on the ground that the 

Bush Terminal R. R. is a plant facility leads to unjust dis- 

crimination. The Commission is asked to fix proportions of 
the rates to at least approximate 5c per 100 pounds on all 
through shipments, and pending the hearing of the case that 
the trunk lines be ordered to restore the division of the joint 
rates. previously in effect, and reparation. 

No. 8042. Drake Marble and Tile Co., St. Paul, Minn., vs. C. 
St. P. M. & O. et al. 

Unjust and unreasonable charges on floor tile and wall tile 
from Indianapolis, Ind., to Bell Plains, Minn. Ask for cease 
and desist order and reparation. 

No. 8043. American Refining Co., of Okmulgee, Okla., vs. St. 
L. & S. F. et al. 

Unjust and unreasonable charges on shipments of petro- 
leum tailings for export from Okmulgee to Gretna, Weet- 
wego and New Orleans, by reason of failure to promptly 
publish a “barreling in transit’ tariff, according to agree- 
ment, at Amesville, La. Asks for reparation. 

No. = Hall Mfg. Co., Monticello, Ia., vs. C. M. & St. P. 
et al. 

Unjust and unreasonable charges on less than carload ship- 
ments on vehicle parts and agricultural implements between 
Montincello and points in Washington, Oregon and California. 
Asks for just and reasonable rates and reparation. 

No. 8045. G. S. Baxter & Co., Pensacola, Fla., vs. Florida, Ala- 
bama & Gulf et al. 

Against a rate of 9c and 7c per 100 pounds on cross ties 
from Wing and Falco, Ala., to Pensacola, Fla., as unjust and 
unreasonable to the extent that it exceeds the yellow pine 
lumber rates of 6%c. Ask for just and reasonable maxima 
rates and reparation. 

No. 8046. G. S. Baxter & Co. vs. L. & N. 

Unjust and unreasonable rates on cross ties, carloads, from 
points in Alabama to Pensacola, in so far as they exceed the 
rates contemporaneously charged on lumber of the same kind 
and description from which the cross ties were made. Asks 
for reparation. 

No. 8047. Beall & Co. and Hobson-Feenaughty, Portland, Ore., 
vs. Spokane P. & S. Ry. Co. et al. 

Unjust and unreasonable rates on steam shovels from Lo- 
rain, O., to Lyle, Wash. Ask for cease and desist order, es- 
tablishment of maxima rates and reparation. 

No. 8048. Skallerup Bros., Chicago, Ill, vs. A. T. & S. F. et al. 

Unjust and unreasonable. rates on shipments of potatoes 
from Colton, Calif., to Chicago. Ask for reparation. 

No. 8049. Sanford-Day Iron Works et al., Knoxville, Tenn., vs. 
L. & N. et al. 

Unjust, unreasonable and unduly discriminatory rates on 
shipments of iron bolts, nuts, rivets and washers from New- 
berg, Berea and Cleveland, O., Pittsburg, Pa., Louisville, Ky., 
and Cincinnati, O., to Knoxville, Tenn. Ask for just and 
reasonable rates and reparation. 

Ne. 8050. Smith Lumber Co., Boston, Mass., vs. Norf. Sou. 
R. R. et al. 

Unjust and unreasonable rates on shipments of lumber:from 
Wendell. N. C., to New Haven, Conn., for delivery at Newark, 
N. J., the through rate being in excess of the locals. Asks 


for cease and desist order, the establishment of maxima rates * 


and reparation. 
No. ~ Sgpeicen Refining Co., Okmulgee, Okla., vs. St. L. & 
S. F. et al. 

Against a rate of 26c on petroleum tailings from Okmulgee, 
Okla., to Gretna, La., in tank cars as unjust and unreason- 
able, in so far as it exceeded the rate in force upon tailings 
in barrels, less the amount to be deducted for making ship- 
side delivery. Ask for reparation. 

No. 8052. Haarmann Vinegar & Pickle Co., Omaha, Neb., vs. 
C..3 I. ae. 

Unjust and unreasonable charges on cull and green fall 
apples from points on C. R. I. & P. in Kansas to Pawnee 
City, Neb., by reason of failure to promptly publish tariff. 
Ask for reparation. 

No. 8053. Palmer & Semans Lumber Co., Uniontown, Pa., vs. 
B. & O. R. R. Co. et al. 

Against rates on lumber from Ursina Junction, Pa., to Low- 
ville, N. Y., as unjust and unreasonable. Ask for establish- 
ment of maxima rates on lumber, shingles and other forest 
products, and reparation. 

No. 8054. Freight Bureau Chamber of Commerce, Macon, Ga., 
vs. Cent of Ga. et al. 

Excessive and unreasonable rates on sheet steel, other than 
planished, hammered, polished or russia, packed or in bundles, 
between New York City and Macon, Ga. Ask for establish- 
ment of maxima rates and reparation, 

No. 8055. Dorris Motor Car Co., St. Louis, Mo., vs. Wabash 
R. R. Co. et al. 

Against a rate of 49.3c on shipments of steel stampings 
and auto frame parts from North Milwaukee to St. Louis as 
unjust and unreasonable. Ask for a rate not to exceed 31.5c 
and reparation on that basis. 


No. 8056. Caders Sturtevant Co., Omaha, Neb., vs. C. & 
N. W. et al. 

Against a refusal to allow a through rate to apply on ship- 
ments of corn from points in Iowa to Cheyenne, Wyo., via 
Council Bluffs. Ask for a cease and desist order and repara- 
tion. 

No. 8057. St. Elmo W. Acosta, Jacksonville, Fla., vs. M. & M. 
=o. ioe 

Against a charge of 15c per ton for delivery on shipments 
of beet pulp at Jacksonville, as unjust and unreasonable. 
Ask for cease and desist order, a requirement to make store- 
door delivery and reparation. 


No, 8058. W. H. Settle & Co., Cincinnati, O., vs. Ala. Gt. Sou. 
et al. 

Unjust, unreasonable and-discriminatory rates on shipments 
of lumber to Madisonville and Cincinnati from points in 
Alabama, Florida, Louisiana, Mississippi and Tennessee. Ask 
for cease and desist order and reparation. 
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No. 8059. Pitcher Lead Co., Joplin, Mo., vs. Missouri Pacific. 
Unjust and unreasonable charges on shipments of retorts 
_from Altoona, Kan., to Joplin, Mo. Ask for cease and desist 
order and maxima rates and reparation. 
No, 8060. Henry Weinhard Brewery of Portland, Ore., vs. Ore.- 
Wash. R. R. & Nav. Co. et al. ; 

Against a rate of $3.60 on shipments of refrigerators or 
ice boxes for use in saloons from Cleveland, O., to Portland, 
Ore., as unjust, unreasonable and discriminatory. Ask for 
cease and desist order, establishment of maxima rates and 
reparation, 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
vom office of The Traffic Service Bureau at a nominal 
price.) 


No. 1898, Case No. 6911. R. B. Rayner and H. G. Parker, 
trading as R. B. Rayner & Co., vs. A. C. L. et al. Reparation 
awarded on account of unreasonable rate charged on carload 
shipment of lumber from Wilmington, N. C., to Stewarts- 
town, Pa. 

No. 2058, Case No. 6133. Otis Mfg. Co. vs. Ill. Cent. R. R. 
Co. et al.; also Fourth Section Applications Nos. 2194 and 2195. 
1. Reparation awarded on shipments of mahogany lumber moved 
from New Orleans, La., through Gulfport, La., to Grand Rap- 
ids, Mich., account of through rate exceeding the aggregate of 
intermediate rates concurrently in effect. 2. Other rates com- 
plained of on mahogany lumber from New Orleans to Michigan 
and Indiana points not shown to be unreasonable or unduly 
prejudicial. 3. Defendants’ application to continue certain 
Fourth Section violations of the act denied. 

No. 2059, |. & S. No. 551. Rates governing the return trans- 
portation of brine in wooden tanks in Central Freight Associa- 
tion territory. Proposed cancellation of tariff provision for free 
transportation of brine in pickle tank cars and application of 
class rates found not justified, but without prejudice to re- 
spondents’ right to file tariffs, providing for free transporta- 
tion of three inches of brine in the returned pickle tank cars, in 
accordance with an agreement reached between protestants and 
respondents. 

No. 2061, Case No. 6967. Lompoc Produce and Real Estate 
Co. vs. El Paso & Southwestern et al. Charges on mixed car- 
load of beans and mustard seed from’ Lompoc, Cal.; to St. 
Louis, found not to have been unreasonable or unjustly dis- 
criminatory. Complaint dismissed. 

No. 2062, Case No. 7258. Columbus Board of Trade vs. A. 
Cc. L. et al. Rate on scrap iron, carloads, from Albany, Ga., to 
Alabama City, Ala., not found to have been unreasonable. 
Complaint dismissed. 

No. 2063, Case No. 7274. O. W. Slane Glass Co. vs. Virginia 
& Southwestern et al. Following Standard Mirror Co. vs. Vir- 
*ginia & Southwestern Ry. Co., Unreported Opinion No. A1001, 
rate on sand from Mendota, Va., to Statesville, N. C., found 
not unreasonable. Complaint dismissed. 

No. 2064, Case No. 7302. Reeves Coal Co. vs. Chicago Great 
Western. Reconsigning charge on coal at Oelwein, Ia., not 
found to have been improperly collected. Complaint dismissed. 


TAP-LINE APPLICATION DENIED 


THE TRAFFIO SERVICE NEWS BUREAO, 
Colorado Building, Washington, D. O. 


The Commission has checked what is believed to be 
another effort by the tap lines to get a maximum of revenue 
for themselves by denying the fourth section application 
of the St. Louis, Kennett & Southeastern to make rates on 
forest products from Kennett, Mo., a station on the St. 
Louis & San Francisco, to Thebes, St. Louis and eastern 
points, through Piggott, Ark., and Poplar Bluff, Mo., via 
its own rails and those of the Butler County Railroad. 
The St. Louis, Kennett-& Southeastern and the Butler 
County Railroad are “tap lines.” 

If the Commission had granted their application, the 
tap lines wotld have been able, so it is figured, to have 
taken lumber from stations a few hundred yards from the 
Frisco rails, haul it over the greater part of the 19 miles 
of the Kennett road and the 34 miles of the Butler County 
road to a junction with the Frisco at Poplar Bluff, and 
obtain the divisjons decreed by the Commission for hauls 
of that length instead of being forced to take the switching 
allowance for short movements up to three miles, without 
being compelled, in effect, to blanket the lumber rates 
from all their stations. 

The Butler County road, owned by a cooperage com- 
pany subsidiary to the American Sugar Refining Company, 
has been trying, ever since the Supreme Court decided 
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that it is as much of a common carrier as the Frisco, to 
get rates and divisions sufficient to pay its expenses, and, 
as claimed, to extend its lines so as to develop lands in 
which the cooperage company has no interest and on which 
there is no timber that would be suitable for cooperage. 


Under the allowances made by the Commission, the 
trunk line nearest the mill on the tap line where lumber 
is made gets not a pound of the tonnage that the tap line 
cau divert to the more distant trunk road, because the tap 
line wants to get the most money possible, and the long 
haul alone affords that. 


The Kansas City Southern, which crosses the Louisi- 
ana & Pacific, one of the tap lines that made the fight in 
the courts, lies between two other trunk lines, and there- 
fore gets no tonnage that can be turned over to any other 
trunk line. It went into court at New Orleans asking to 
be allowed to resume divisions to that tap line without 
regard to mileage, but it lost its case. It therefore is 
suffering loss, according to the allegation of its receivers, 
not because it has violated the law, but because the Com- 
mission thinks it unwise to allow the tap lines to bargain 
with trunk lines for turning over the tonnage they orig- 
inate to the line willing to pay the largest division. 


The Frisco is willing to pay the divisions the Com- 
mission has prescribed on the mileage basis, knowing that 
unless it does it will not get a scrap of the business other 
than that which the tap lines cannot send out over the 
rails of any other trunk line. It is willing to compete with 
the other trunk lines, even if the tap line does no more 
than give the car a kick to its rails, but the Commission 
is unwilling, on the theory that a division for a short 
switching movement amounts to a rebate for the pro- 
prietary interest. The tap line people, by way of answer 
to that, observe that it costs them just as much to keep 
up their railroad whether the haul is one or twenty miles 
and that the difference in cost of performing a haul of 
one mile and one of twenty is not as great as the difference 
between the allowance and the amount of the division, be- 
cause, in each instance, the whole investment is employed. 


ALL DRESSED UP FOR EIGHTEEN CENTS 





No matter how big an overcoat he wears, a man can- 
not encumber himself with more than 18 cents worth of 
railway freight, according to A. W. Perley of the Oregon- 
Washington Railway & Navigation Co., who addressed the 
seventh annual convention of the International Railway 
Fuel Association in Chicago. 

“The public would be surprised to know how little of 
the cost of an article is accounted for in railroad freight,” 
said Mr. Perley. “The roads carry a pair of shoes from 
Boston to Chicago, 1,025 miles, for 2144 cents and a whole 
suit of clothes for 614 cents. Taking into consideration 
a man’s entire getup—and we will allow him to be a 
dressy person—the whole of it doesn’t stand him more 
than 18 cents in freight. 

“Moreover, the haul from Boston to Chicago is ex- 
ceptionally long; the average haul is only 250 miles. The 
railroads of Illinois, as was shown at Springfield the other 


day, carry four and one-tenth tons one mile for the price 


of a postage stamp. Our railroads are capitalized at a 
lower figure than those of any other large country, our 
railroad wages are the highest and our freight rates the 
lowest anywhere. I believe if every railroad employe 
would join in so telling the public, the prejudice and mis- 
understanding that has existed would be swept away.” 
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‘HELP FOR TRAFFIC MAN: 
UCL CS 


This department is conducted by a traffic man of 
long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, III. 





Changing Bills of Lading. 


Q.—How may shippers modify their present supply 
of uniform bills of lading to make them conform to the 
regulations of the Cummins amendment to the Act to 
regulate commerce, which amendment became effective as 
of June 2, 1915, and make them usable in other terri- 
tories? 

A.—It is generally understood that the uniform bill 
of lading, as approved by the Interstate Commerce Com- 
mission by Order No. 787 of June 27, 1908, is used gen- 
erally throughout territories, subject to Official Classifi- 
cation and Western Classification, and, with certain modi- 
fications, throughout territories subject to Southern Classi- 
fication. 

In connection with bills of lading in use in Official 
Classification territory, to meet requirements of the Cum- 
mins amendment, the conditions should bear imprint of 
stamp reading as follows: 


__ Section 3 is amended by Supplement No. 18 to Official Clas- 
sification No. 42, effective June 2, 1915, and all reissues thereof. 


The stamp to be used on uniform bills of lading in 
use in Western Classification territory should read as 
follows: 


Section 3 is amended by Supplement No. 6 to Western 
"ce No. 53, effective June 2, 1915, and all reissues 
thereof, 


Bills of lading used in Southern Classification terri- 
tory should bear imprint of stamp reading: 


This contract shall be construed as to interstate shipments 
in all respects in accordance with the terms of the Cummins 
Amendment to the Interstate Commerce Act. 


While it is advisable that a different stamp be used 
on the uniform bill of lading in Official and Western Clas- 
sification territories, at the same time some firms are 
using a composite stamp reading as follows: 


Section 3 is amended by Supplement No. 18 to Official Clas- 
sification No. 42, and Supplement No. 6 to Western Classifica- 
tion No. 53, effective June 2, 1915, and all reissues thereof. 


Value of Pipe Broken in Transit. 


Q.—What would you consider the value of a piece 
of cast-iron pipe broken in transit? In a recent shipment 
to a point in Indiana there was a piece of cast-iron pipe 
broken, notation made on the: expense bill and a new 
piece ordered sent by express. We filed claim for the 
value of the piece of pipe plus express charges. The 
railroad company has declined that part of the claim 
representing express charges, stating that they had no 
authority to pay. 

We contend that the express charges represented part 
value, as if we had not made shipment by express, the 
men we had waiting for the material would have been 
ille and their wages would have represented about $15 
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per day, and the time they were idle would have been 
added to the claim. 

We had referred the matter to the Commission and 
they advised they have no jurisdiction, and, if the rail- 
roaa company declines to make settlement, it would ap- 
pear that our only remedy, if any, is in the courts. 

A.—The question of value for the cast-iron pipe 
broken in transit can only be determined from your cata- 
log or the invoice sent your customer. The carrier is 
responsible for any damage or unreasonable delay which 
your shipment may have suffered, provided that the car- 
rier did not exercise due precaution to avoid such damage 
or delay and had the power to do so. No two cases of 
this nature are the same and without being familiar with 
all the details it would not be possible even to hazard 
an opinion in the premises. The correct amount of dam- 
ages which you are entitled to, if any, can only be deter- 
mined by presenting the matter to the court. 

Charge for Insulated Cars. 

Please refer to page 1163 of the May 22, 1915, issue 
of The Traffic World regarding the question and answer 
under the heading, “Charge for Insulated Cars.” In this 
connection, would like to ask your opinion on the ap- 
plication of rule 9, item 240, of WTL Circular No. 12-A, 
which provides for a charge of $2 for heating carloads 
of perishable freight held on tracks in certain defined 
territory., Citrus fruit is a perishable commodity, moving 
from various California points to nearly all points in the 
East under the rates and rules of Transcontinental Freight 
Bureau Tariff 3-K and supplements... Rule 24, page 82, 


of TCFB 3-K reads as follows: . 


Shipments made at rates named herein are subject to the 
terminal and other charges, privileges and allowances provided 
by tariffs of the individual lines parties to this tarif, and law- 
fully on file with the Interstate Commerce Commission, except 
that ‘‘in-transit’’ privileges, such as milling-in-transit, clean- 
ing-in-transit, storing-in-transit and stopping-in-transit, wil! 
be permitted only when specific authority therefor is published 
—— immediately in connection with the rate on the com- 
modity. 


This rule is practically the same as the rule con- 
tained in Transcontinental Westbound Tariff No. 1-N. In 
your item in The Traffic World of May 22, above referred 
to, you advised that rule 3, item 250, WTL Circular No. 
12-A, was not applicable on traffic moving under T'CFB 
Tariff 1-N. Inasmuch as there is practically no difference 
between rules covering the rental and other charges as 
shown in TCFB Tariff 1-N and TCFB Tariff No. 3-K, 
would greatly appreciate having you advise me if, in your 
opinion, the heater charge as provided in rule 9, item 240, 
WTL Circular 12-A, is applicable on traffic moving under 
TCFB Tariff No. 1-N. 

For your information will state that we have taken 
this matter up with the tariff bureau of the A., T. & 
S. F. Coast Lines in this city (Los Angeles), and are ad- 
vised that the rule is applicable as above outlined. Their 
chief tariff clerk advises that the charge assessed is for 
service rendered and not a privilege, and further states 
that during the past season heater charges were assessed 
and collected from shippers of perishable commodities in 
this territory in accordance with rule 9, item 240, WTL 
Circular 12-A. 

A.—WTL Circular 12-A, I. C. C. A-590, is not filed 
with the California commission nor does its application 
on pages eight and nine provide for its use on the lines 
operating in California; neither do we find that the Cali- 
fornia lines are a party to the tariff. It is therefore not 
proper to use the tariff, in our opinion, on traffic moving 
under TCFB Tariff 1-N. 

Shipment to Station Without Agent. 

Q.—We recently made a shipment to a customer who 

lives 12 miles from station “A” on the Z. R. R. and 4 
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mlies from station “B”’ on the X. R. R. At station “A” 
there is an agent, but at “B” there is only a shed without 
any protection from the elements on one side. The serv- 
ice is such that we cannot ship over Z. R. R. without 
suffering serious delay, due to the roundabout haul, and 
as a result we have been shipping over the X. R. R. and 
prepaying our freight. Our last shipment to our cus- 
tomer was badly damaged, being unloaded in the rain 
and being practically outdoors all night, subject to the 
inclement weather. Our claim for damages has been re- 
fused by the railroad, it advising that it was not re- 
sponsible for the damage. Your opinion is respectfully 
asked. 

A.—<According to railway rules and regulations ship- 
ments destined to stations at which no agents are em- 
ployed are only accepted for delivery at such stations at 
owner’s risk, and the consignee should be on hand at 
train time to accept the property from the train crew. 
The carrier is correct in its statement that it is not liable 
for the damage. 


Time for Filing Claims 


Q.—Referring to recent change in section 3 of the 
uniform bill of lading, please explain the difference be- 
tween a claim which must be filed within four months 
and one which can be recovered by suit inside of two 
years. 

A.—An actual interpretation of paragraph 3 of the 
revised section 3, of conditions in uniform bill of lading, 
is as follows: 

“Claims which are not required to be filed with the 
carriers within the four months’ period mentioned above 
are those where the loss, damage or injury complained 
of is due to delay or damage while being loaded or un- 
loaded or damaged in transit by carelessness or neg- 
ligence. All claims of both classes mentioned above must 
be presented to the carriers prior to the lapse of two 
years from date of delivery, or within two years after 
a reasonable time for delivery has elapsed. It is also 
provided in case of those claims ’which do not come under 
the four-month period, suit to recover for loss or damage 
must be instituted before the expiration of two years 
from the date of delivery or within two years after a 
reasonable time for delivery has elapsed.” This applies 
except as shown in the following paragraph: “All claims 
against common carriers for loss or damage must be 
made in writing to the carrier at the point of delivery 
or point of origin within four months after delivery of 
the property, or, in case of failure to make delivery, then 
within four months after a reasonable time for delivery 
has elapsed.” 


BUFFALO GRAIN BRIEF 


THE TRAFFIO SERVICE NEWS BUREAO, 
Colorado Building, Washington, D. OC. 


One of the most elaborate briefs ever placed before 
the Commission was laid on the desks of the Commis- 
sioners on June 7 by Francis B. James and E. E. Wil- 
liamson, in Docket Nos. 7187 and 7197, the Buffalo 
Chamber of Commerce against the Buffalo Creek and 
the Baltimore & Ohio and other trunk lines. It is a 
document of more than 350 pages, in which the most 
conspicuous feature is a colored diagram, which is a 
novelty, so far as briefs in cases before the Commis- 
sion are concerned. The table might be mistaken for 
a war map or something of that sort, and in the end 
it may come to be so regarded, because it represents 
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the epitomization of facts brought forward by Buffalo 
grain interests to show that the trunk lines, by reason 
of their control over lake carriers, and through a desire 
to force grain to move all-rail, have deprived Buffalo 
of its natural advantage of location at the foot of the 
lakes. The gist of the chief complaint is that “do- 
mestic and export proportional ex-lake rates on grain and 
the milled products thereof from Buffalo to New York 
are unjust and unreasonable in relation to and in adjust- 
ment with the domestic and export proportional rates 
from Chicago to the same points of destination;” that 
is, to New York and points taking the New York rates. 


The colored diagram is intended to show that the 
adjustment of rates has had the effect of forcing grain 
to move all-rail from Chicago to the ports rather than 
come by lake to Buffalo and then go the rest of the 
way all-rail or by canal. It shows that during the eight- 
year period from 1898 to 1905 the all-rail movement from 
Chicago amounted to a blue line about eleven inches 
long, representing 728,495,000 bushels, while the. lake-to- 
Buffalo and thence east by rail amounted to a red line 
about eight inches long, or about 507,466,000 bushels. 
When that proportion, about eleven to eight, was estab- 
lished the all-rail rate from Chicago was 16.57 cents 


* and the rail rate from Buffalo was 8.17 cents. 


In the second eight-year period, 1906-1913, the blue 
line of all-rail grain from Chicago lengthened to more 
than sixteen inches, while the red line of lake-and-rail 
through Buffalo shrank from about eight inches to just 
a shade more than four inches. The movement all-rail 
from Chicago was 1,074,663,060 bushels on a rate that 
had been lowered from 16.57 to 15.3 cents, while the rail 
rate from Buffalo had been raised from 8.17 to 9.93 cents. 


In the first eight years, according to the diagram, 
the red line of movement through Buffalo on the lake- 
and-rail route was heavier than the all-rail from Chi- 
cago, as to wheat, corn and rye, while in the second 
period of eight years the red line of lake-and-rail move- 
ment has been shorter than the blue line of all-rail 
movement as to all kinds of grain. Oats in both periods 
have moved in greater volume all-rail than lake-and- 
rail, but the disproportion in the second period is one 
of the most striking features of the diagram. The red 
line of lake-and-rail oats movement in the first period 
was one and one-fourth inches long, while the blue all- 
rail was six inches long. In the second period the red lake- 
and-rail line had shortened to less than one-half inch, 
while the blue all-rail line stretched out to nearly nine 
inches, 

Whether the Commission will like that way of show- 
ing statistical facts in a brief remains to be seen when 
the argument is made. The same attorneys, at oral 
arguments, have used colored charts without objection 
and apparently with the approval of the Commission, as 
being helpful. 


COMMISSION ORDERS 





May 24, an order was issued for permitting the Na- 
tional Council of Farmers’ Co-operative Association to be- 
come interveners in Docket No. 7938, Board of Trade of 
the City of Chicago vs. A. T. & S. F, et al. 

Suspension order in I. & S. No, 478, Commodity Rates 
to Middlesboro, Ky., and other points, is vacated, as 
of May 29, the carriers having filed tariffs, effective Muy 
10 and May 27, canceling the increased rates. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


SHIPPING FRUITS AND VEGETABLES 


(By George Lafbury, Traffic Manager of the M. O. Coggins 
Co., in “‘The Packer’’) 


We are on the eve of a tremendous shipping season. 
During the next few months thousands of cars of fruits, 
vegetables, berries, melons, cantaloupes, etc., will be pro- 
duced and shipped. We think it a very opportune. time 
to issue a word of warning respecting the errors made in 
the past by growers and shippers in loading and shipping 
fruits and vegetables, and with special reference to the 
transportation of these commodities. 

We will be impartial in saying that while the carriers 
have exhibited many flagrant acts of negligence in the 
handling and transportation of fruits and vegetables in the 
past, yet we also feel sure that: many losses sustained in 
transporting fruits and vegetables can be avoided by proper 
precaution on the part of growers and shippers of perish- 
ables. 

It must be remembered, even though the shipper is 
eventually successful in collecting reparation from the 
carriers due to a loss sustained in transit or in delivering 
his commodities, the very object of the transportation of 
that commodity is defeated. 

The growing tendency on the part of the carriers to 
increase the carlot minimum is a deplorable one in our 
opinion. We believe that thousands of dollars are lost 
every year on account of overloading. There are several 
commodities on which the carlot minimums are already too 
high. On the other hand, it is also true that many ship- 
pers overload—that is to say, they load in excess of the 
carlot minimum specified by tariff and thereby destroying 
ventilation or greatly injuring the refrigeration of the 
commodity. 

It also must not be forgotten that the tendency on the 
part of the shipper to overload furnishes the carrier a con- 
vinecing basis for increasing the carlot minimum. 





In the matter of bracing and strips used in bracing 
carlot shipments of bulk and package goods, it is un- 
fortunate that the official classification has already issued 
supplements eliminating the free carriage of bracing, lin- 
ings and strip materials. Even while the carriers were 
transporting these materials free, many shippers had a 
tendency to use inferior bracing materials and also light 
package, and, of course, now that a charge will be assessed 
on the carriage of such bracing, etc., it is at once apparent 
that there will be a great temptation to reduce the weight 
of these materials and in many cases to eliminate them 
entirely. Under such circumstances the liability resulting 
from the arrival of such shipments in a damaged and 
bruised condition will be very ambiguous indeed and will 
result in considerable misunderstanding between shippers 
and carriers, and possibly will prove very harmful to the 
Lroper development of the production of perishable com- 
modities in some sections. 

We advise shippers to use substantial packages and 
to use care in placing and bracing them in the car; then, 
in the event of a shipment arriving in damaged condition, 
there is no question about securing reparation. 


We have also found in our experience that some ship- 
pers are careless in the matter of shipping commodities 
under refrigeration. For instance, we have known of 
cases where a shipper of strawberries has placed his ber- 
ries in a warm car without ice, to be iced probably 100 or 
more miles further up the line. We think that refrigerator 
equipment for all highly perishable commodities should be 
iced and cooled before being placed for loading. While 
we do not take the position that if this is not done the 
commodity will necessarily arrive in a poor condition, but 
pre-icing will certainly help to protect and conserve the 
condition. 

While we are on this subject, there is a word to be 
said regarding the instructions covering the refrigeration 
of a carlot shipment. Some shippers give specific icing 
instructions, naming points at which they wish their cars 
iced, ete.; others give .half-capacity instructions, etc. We 
believe that the bill of lading should be endorsed in a 
manner which will show that the shipper desires his com- 
modity iced to capacity at every available icing station, 
which will thereupon place the liability squarely upon the 
carriers to furnish proper icing. protection. This is espe- 
cially true in case the transportation of the car is delayed 
in some manner. 

On the subject of routing and delivering instructions: 
If a shipper is cognizant of the quickest routing to be 
traversed by a car, he should state that routing on the bill 
of lading. In many cases, however, the shipper is not 
aware of the quickest routing. In such a case he should 
instruct the agent to route that car via the quickest and 
cheapest manner. A shipper should also ascertain the 
proper terminal delivery for his car. Many cars of perish- 
ables arrive on terminals on various markets where they 
are very difficult to handle or where it is not possible to 
sell them to as good advantage as on the terminal usually 
devoted to the selling of fruits, vegetables, berries, etc. 

Although the courts have held that the carriers are 
fully liable for any damage resulting from defective or 
inferior equipment, yet it seems that the carrier does not 
exercise the judgment and scrutiny which it should. For 
instance, there are thousands of cars furnished by the 
carriers every year for the shipment of watermelons, and 
a very large proportion of these cars are what is known 
as “limed” cars or “salt”? cars—that is to say, cars which 
have been previously used for the transportation of lime, 
fertilizer or chemicals of similar nature, and which are 
not properly cleaned before they are loaded with melons. 
The cars arrive at destination with many melons burnt and 
destroyed and the value of the car is thereby greatly de- 
preciated. Although claims on cars of this character are 
legally collectable, yet some of the carriers, particularly 
originating carriers in southern sections, have consistently 
declined payment of these claims. The shipper can avoid 
this trouble to a considerable extent, in our opinion, by 
either refusing to accept the equipment, or filing a strong 
protest against the use of such equipment when furnished. 
Of course, it must be understood that whether or not the 
shipper objects or refuses the equipment, the carrier is 
fully liable for any damage resulting, but this article is 
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written for the purpose of inducing and securing co-opera- 
tion and an improvement, and it is to be hoped that ship- 
pers and carriers both will take cognizance of these errors 
of the past. 


FREIGHT CAR EFFICIENCY 


(By J. J. Moynihan, Assistant to Superintendent of Transpor- 
tation, Erie Railroad Company, before the 
Railroad Men’s Improvement Society.) 


Before entering upon the reading and discussion of 
this evening’s paper, the writer desires to express his 
appreciation of the opportunity of again meeting with the 
members of the Railroad Men’s Improvement Society and at 
the same time to congratulate the officers and members 
on the success and standing that*your society has attained. 
Your large and growing membership roli, after an ex- 
istence of seven years, is good evidence that the faith and 
judgment of the men who instituted and promoted your 
organization did not miscarry. 

Nearly 70 per cent of the total transportation revenue 

of railroads is derived from freight. On account of this 
and due to the relatively low compensation accruing from 
the transportation of passengers and mail, it is in the 
efficient development of freight transportation where lies 
the financial salvation of the various properties. As, dur- 
ing heavy traffic periods, the freight revenue of a road is 
limited to its car supply, it can readily be seen that the 
question of freight car efficiency is all important. 
. Even under what we usually term normal business 
conditions, car shortages are certain to develop when the 
maximum traffic movement of the year is taking place. 
‘This movement throughout the greater part of the United 
States occurs during the period August 15 to November 
15. As a road can seldom have cars enough available to 
meet the “peak” of the load even with the most skillful 
distribution and handling of the supply, every possible 
effort is exerted to expedite the movement of loaded and 
empty cars. Means or methods employed at all times 
to get the maximum of service out of available equipment 
will be briefly considered under separate heads. 

Distribution—As a general rule local orders for cars 
are filed in their turn as placed but judgment must be 
used in- this connection, as many shippers are prone to 
order cars in excess of their current needs so that they 
will be sure to have them when finally required. It is 
the general practice, particularly in coal regions, to be 
governed by the ability of each shipper to load as shown 
by past performance. 





Each station agent is required to furnish a report 
toward the close of each day showing his car situation, in- 
cluding actual needs for the following day, making proper 
allowance for the cars he expects to make empty and 
available for reloading within 24 hours. The information 
from agents is collated in the division superintendent’s 
office and the distribution is made accordingly with an eye 
to the situation at all points on the division. The appor- 
tioning of cars among the various divisions of a railroad 
is handled by a general office, usually that of the Super- 
intendent of Transportation or Superintendent of Car 
Service. In making distribution over a road of large mile- 
age it is of course not always possible to effect an entirely 
equal distribution, as roads are necessarily allowed some 
latitude in the matter of reloading cars as near as possible 
to the point where previously unloaded, particularly when 
the load takes them in the direction of territory of greater 
demand. 

Loading.—Unless demurrage rules are strictly en- 
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forced many shippers take their own time to load cars, 
unmindful of the needs of others and the effect that their 
action or lack of action has upon the general car sup- 
ply. A great deal can be accomplished in the matter of 
inducing shippers to load cars to their maximum capacity. 
This may sometimes cost a little more, but it is seldom 
that a shipper will refuse to comply when once convinced 
that in improving the general car situation he is helping 
himself. During the last two or three years some of the 
large industrial corporations have conducted a vigorous 
campaign in their own organizations and among their cus- 
tomers with a view to securing the maximum use of 
available car capacity. One of the main features that they 
urge is for buyers to order in such quantities as will cor- 
respond to a maximum load for the class of car customarily 
used to handle the commodity ordered. The car supply 
can also be enhanced by car economy at transfer or freight 
stations, It is possible to load an average of 15,000 to 
20,000 lbs. of less than carload merchandise freight into 
a standard 36-foot box car, but due to the railroads en- 
deavoring to outdo one another in the past in the matter 
of “daily straight cars,” the present average is very much 
less. At least two of the important roads have recently 
broken the spell, however, and their average merchandise 
load is increasing rapidly. 


Movement.—Efforts made in other directions to pro- 
mote car efficiency may easily be nullified if the matter 
of providing proper yard room, yard engines, yard forces 
and good road power is slighted. Close supervision of this 
feature is necessary, as it is manifestly poor business pol- 
icy to allow a car to lie around terminals for several days 
during a run of say a thousand miles. When business 
is good the cars have a high earning capacity and to 
allow them to lose time in railroad yards is to subtract 
from gross and net earnings as well as to default in the 
matter of the railroad doing its duty toward the public. 


Unloading.—Here again it is necessary to apply de- 
murrage rules religiously in order that consignees may 
not use cars as storage warehouses. As enforcement of 
demurrage rules alone does not bring about the unloading 
of cars, it is necessary for the local man to be intelligently 
active at all times and to take up promptly with the proper 
officers any question that may develop tending to block or 
retard the delivery of freight. Undue accumulations for 
individual consignees can often be prevented by embargo- 
ing, and disposition of unclaimed or refused shipments 
can be facilitated by prompt action on the part of local 
and general officers. In some cases it is deemed advisable 
to transfer or store freight in order to get desirable equip- 
ment into active service. 


Right here it might not be amiss to call attention 
to U. S. Department of Agriculture Bulletin No. 191, just 
issued, entitled “Demurrage Information for Farmers.” 
This bulletin outlines the history and purpose of demur- 
rage and its interest to the farmer, It also explains the 
rules as applied on federal and state shipments and the 
method by which the rules are administered in the differ- 
ent sections of the country. Of special interest as show- 
ing that the shippers are to a large extent held respon- 
sible for car shortages are these three paragraphs: 


“If, in times of acute car shortage, the shipper who 
needs cars and is unable to get them could actually see 
all the other car users at all the other stations in his im- 
mediate section who are taking from two to seven days 
to load and unload cars, when it could and should be done 
in as many hours, no doubt there would be a speedy re?- 
ormation among car users and a radical revision of some 
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of the demurrage regulations now in effect. If his vision 
could be enlarged so as to take in the entire country, 
the effect would be magical. Most, if not all, of 
the difficulties experienced in connection with car sup- 
ply and car detention and the demurrage remedies pro- 
posed to alleviate the evils of car shortage have arisen 
from a lack of breadth of vision on the part of shippers, 
railroad officials and legislators. 

“No car user has any mortal right to detain a car one 
moment longer than is necessary to load or to unload it. 
Unfortunately the proportion of shippers who take this view 
of the situation, when they themselves are the detainers, is 
very small. Every shipper holds this view when it is 
someone else that is detaining the car. Car users who 
detain cars through carelessness, indifference, or ignorance 
of the meaning of ‘car shortage’ and ‘congested terminals’ 
are few. The people responsible for car detention are 
that vast body of highly-intelligent business men who find 
it more profitable to use cars for storage purposes than 
to provide other storage facilities. Other reasons for car 
detention by this class of shippers are comparatively in- 
significant. 

“It is not good business to use for storage space which 
costs 50 cents per cubic foot to construct, when better 
storage space can be had for one-third that cost or less, 
and especially when the higher priced space can earn so 
much more as a freight car than as mere storage. Storage 
space does not need costly trucks, steel underframes, auto- 
matic couplers and airbrake equipment. Shippers must 
realize that, from one point of view, they and not the rail- 
roads are the owners of the cars of the country. So long 
as they insist on using them as storage warehouses they 
must be prepared to pay the cost without complaint. Moral 
suasion has so far failed to induce them to construct their 
own storage warehouses when they could get apparently 
cheaper storage in freight cars. The next step in remedy- 
ing car shortage should be to limit more closely the free 
time allowed and to impose a demurrage charge sufficiently 
high to make storage in cars clearly unprofitable.” 


The foregoing treats of local or internal methods that 
are employed on a railroad system in order to promote 
freight car efficiency. The matter of the exchange of 
equipment as between the different railroads and the ques- 
tion-as to the best means through which to regulate the 
handling of cars in interline movement, thereby promoting 
nation-wide freight car efficiency, are engaging the serious 
attention of operating officials and their local and national 
organizations at-the present time. 


The American Railway Association Codes of Car Serv- 
ice and Per Diem Rules, which practically all roads are 
now working under, provide for the general movement of 
foreign equipment toward its home line and a commission 
is maintained to examine into complaints of misuse of 
one road’s cars by another and impose fines upon those 
that persistently misuse the equipment of others. In spite 
of all this, roads having possession of cars and loads wait- 
ing for them at temptingly convenient points use them 
for such loads without any too much regard for the rules 
of the game. Many roads do not maintain sufficient equip- 
ment to represent a fair contribution toward the move- 
ment of traffic originating on and destined to points on 
their rails, and such roads “sponge” on the others during 
car shortages to an alarming extent. 


In this as well as many other branches of railroading 
the roads have failed to act in good faith and harmony 
with one another, but there are signs which point to an 
early improvement in the handling of the freight car situa- 
tion. For example, in the past the general rule has been 
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to return a foreign car to a connection at the junction 
where originally delivered. This has often resulted in a 
road hauling a car empty in one direction several hundred 
miles for delivery to a parallel connection at the junction 
at which originally received and the latter hauling it an 
equal number of miles in the reverse direction to deliver 
it to another road within a few miles of where the empty 
movement started. This is now being remedied by what 
is termed a universal home route card, which will accom- 
pany a car from the time it leaves home rails until its 
return. All interchange movements will be recorded 
thereon, which information will make possible many short 
cuts in lieu of the roundabout handling of the past. 

On account of the somewhat natural desire of the 
managements to have the continued use and unrestricted 
control of cars that they acquire to protect the traffic 
originating on their respective lines, also to a large extent 
due to the diversity in type, age, condition and capacity 
of cars owned by all roads, car pools have not yet been 
worked out to an entirely practical stage. It is the con- 
tention of the advocates of pooling that in addition to 
guaranteeing each road the use of as many cars as it owns, 
with reduced empty mileage, it would eliminate the ex- 
cessive empty mileage when there is a surplus of cars, the 
idea being that each road would simply allow its quota of 
the pooled equipment to lie stationary pending .improve- 
ment in business. At present when there is a surplus, 
each road, in order to get rid of the 45 cents per car per 
diem obligation, engages in a mad scramble to get the 
other fellow’s cars off its rails, which costs money. There 
are indications, however, that point to a trial in a limited 
way of the pooling proposition in the not distant future. 
Whether or not this departure from the individualism of 
the present will result in a generally increased car efficiency 
remains to be seen. 


THE TIDE’S TURN 


(New York Globe.) , 
The report of the Interstate Commerce Commission 


on railway earnings for April shows net revenues of 
$33,821,308, against net revenues of $32,222,791 for the 
same month last year. The railways have thus ceased 
to march toward bankruptcy, or impairment of the 
quality of their service. The tide has turned, or is 
about to turn. 

The figures are not quite as reassuring, however, 
as appears on the surface. It appears that the increase 
in net is not due to an increase in gross, but to a de- 
crease in’ operating expenses. As there is no reason 
for thinking that the railroads a year ago were over- 
manned, or that they were spending too much on main- 
tenance, the increase in net is in part attributable to 
temporary, and perhaps in the end expensive, econo- 
mies. But with gross only down $2,000,000 for the 
month, whereas it was down $79,000,000 during the pre- 
ceding nine months, it is clear that the balance, if not 
yet redressed, is soon to be. 

The order of the Interstate Commerce Commission 
permitting an increase in railway rates has been vin- 
dicated. It is now plain that it did not come much 
too soon—that if the railway application had not been 
granted, railroad conditions, instead of improving, would 
be getting worse. The. old era of looting by insiders 
is over, and investment in railroad securities holds out 
small hope of bringing sudden fortune, but some basis 
for railway credit is at least furnished, and conserva- 
tively and efficiently managed companies will be able 
to pay interest charges on the sums they must borrow 
to make improvements. 











THE TRAFFIC WORLD 


PERSONAL NOTES 


Eugene L. Gaddess, special examiner of the Inter- 
state Commerce Commission, was born in Lynchburg, 
Virginia. He entered the service of the Commission as 
a boy, two years after its creation in 1887, having been 
appointed as junior clerk Oct. 14, 1889, by the late Thomas 
M. Cooley, who was the first chairman of the Commis- 
sion. He has the distinction, therefore, of having served 
under, and had a personal acquaintance with, every com- 
missioner and secretary since the Commission was or- 
ganized. Subsequently he was promoted to a clerkship 
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EUGENE L. GADDESS. 


and later assigned to duty with the late L. A. Shaver. 
who was the first solicitor of the Commission. He trav- 
eled extensively over the country with the solicitor in 
the trial of interstate commerce cases in the federal 
courts, and in this capacity acquired considerable knowl- 
edge of federal practice and of transportation matters in 
general. Mr. Gaddess was graduated from the George 
Washington University Law School of Washington, D. C., 
in 1905, with the degree of bachelor of laws, and was 
admitted in the same year to practice before the bar of 
the District of Columbia, and later before the Supreme 
Court of the United States. He was appointed law clerk 
in 1908, and served in that capacity until 1911, when he 
was made special examiner and assigned to duty as a 
member of the fourth section board. This board was 
organized at this time for the purpose of handling all 
applications of the carriers for relief from the long-and- 
short-haul and sum-of-the-intermediates provisions of the 
fourth section of the Act to regulate commerce, as 
amended June 18, 1910. Since this time his duties as 
special examiner have been almost exclusively confined 
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to the hearing of fourth section applications involving 
some of the most intricate questions with which the Com- 
mission has had to deal. 

N. D. Hoke is appointed traveling freight agent. New 
York Central Lines, with headquarters at Richmond, Va. 

Frank D. Powell is appointed commercial agent, Can- 
ada Southern Line, with office at Chicago, Ill., vice L. S. 
Livingston, transferred. 

R. V. Campbell has been appointed traveling freight 
and passenger agent of the Minneapolis, St. Paul, Roch- 
ester & Dubuque Electric Traction Co. 

Curtis T. Franklin has been appointed freight so- 
licitor of the Pennsylvania Railroad Co. at Washington, 
D. C., vice H. Marbury Taylor, transferred. 

J.. C,, Hagerty, division superintendent of the Balti- 
more & Ohio Southwestern Railroad at Seymour, Ind., 
has been appointed general agent, with headquarters at 
Cincinnati. 

John C. Maus has been appointed supervisor of de- 
murrage and weighing of the Illinois Central Railroad, 
with office at Chicago, vice Fred W. Souerbry, -resigned 
to engage in other business. 

R. W. Reynolds is appointed commercial agent, New 
York Central Lines, with headquarters at Jacksonville, 
Fla.; Arthur H. Gerth is appointed soliciting freight agent 
at Chicago, succeeding Mr. Reynolds. 

C. B. Williamson, in addition to other duties has been 
appointed traffic manager of the Chesapeake Western 
Railway, with offices at Harrisonburg, Va., vice C. A. 
Jewett, resigned to engage in other business. 

J. A. Peeler, freight claim agent and car accountant 
for the Florida Railway, Live Oak, Fla., has resigned and 
will devote his time to the sale of Florida lands. Mr. 
Peeler has been connected with the Florida Railway for 
seven years. 

The Pennsylvania Railroad Co. announces that Ed- 
ward Plummer has been appointed freight solicitor, with 
office at Toronto, Ontario, vice Richard Macsherry pro- 
moted; George T. Daly has been appointed freight so- 
lieitor, with office at Philadelphia, Pa., vice Edward 
Plummer. 

E. G. Mustain, division freight and passenger agent 
of the El Paso & Southwestern, at Tucson, Ariz., having 
been transferred to another department, the office has 
been abolished. Territory heretofore under his jurisdic- 
tion has been assigned to Richard Warren, general agent 
at El Paso, Tex. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Seattle will have its 
annual picnic at Wildwood Park, June 26. 

The Transportation Club of Detroit will have an 
outing June 18 at Tashmoo Park, going and coming by 
boat. 

The Toledo Transportation Club will have its annual 
picnic June 19 at Sugar Island. A Dutch lunch will be 
given by the club to-night for Thomas F. Hartnett, 
commercial agent for the Big Four, who is leaving for 
the coast to take another position with his company. 

The Traffic Club of Milwaukee has invited the Traffic 
Club of Minneapolis to be its guest Saturday, June 12. 
Governor Phillips of Wisconsin and the mayor of Mil- 
waukee will make addresses of welcome. At ten o’clock 
Saturday morning the visiters will make an automobile 
tour of the city, followed by a baseball game at Associa- 
tion Park, between the respective teams. A special cal 
left Minneapolis Friday night at 7:05 o’clock. 
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EXPRESS OPERATING REVENUE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 





Arguments were made, on June 9, to all the com- 
missioners except Mr. Hall on the application of the ex- 
press companies for permission to increase their operating 
revenues by two changes in the manner of making up their 
rates, decreasing one factor and increasing another, the 
net result of which will be, if permitted, an increase in 
the operating revenue, on the basis of business done dur- 
ing the year ending January 31 last, of about 3.86 per cent. 

The questions raised were argued in behalf of the ex- 
press companies by Charles W. Stockton and T. B. Harrison, 
and for one class of shippers, mail-order houses, by Herbert 
Jackson. The most prominent fact with regard to the 
whole subject was that Mr. Jackson, the sole representative 
of the shippers, based his opposition altogether on his 
expressed conviction that the advanced charges should be 
made to apply on all, not merely the smaller packages. 

“Have you worked out a. plan whereby the express 
companies may procure the greater revenue?” asked Com- 
missioner Clements. 

“IT am not a traffic-man,” said Mr. Jackson, “and I 
believe no one other than the experts of the Commission 
could work out a plan. I know I could not. It has been 
suggested that inasmuch as the Commission fixed the rate 
on the 100-pound package, that it cannot be changed. I 
do not see why, if it is wrong, it should not be subject to 
change the same as any other rate. 

“The shippers I represent do not oppose the grant of 
larger revenues if, in the opinion of the Commission, the 
express companies need more money. Our objection is 
merely to the plan. We do not oppose the 3.5 per cent 
increase in the gross revenue. We would not be opposed 
to a 5 per cent increase, if the Commission thought it 
necessary to give the companies a revenue sufficient to 
give them a reasonable return on their investment, but 
we believe the burden should not be borne wholly by the 
small package, or by the shipper of small packages. One 
shipper I represent, if the change is allowed to become 
effective, will have a $35,000 increase in his express bills, 
which, I submit, is a large addition, amounting to 10 per 
cent.” 

The argument of the attorneys for the express com- 
panies was largely an amplification of the suggestions 
they made in connection with their submission of testi- 
mony at the hearing the latter part of May. Mr. Har- 
rison, the first of them to speak, gave a chronological 
statement respecting the business of the express com- 
panies to supplement his summary of the results of op- 
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erations for the first year of the rates now in effect. 
He said that when the Commission came to deal with 
express rates, rules, regulations and practices, it found 
a vast and complicated business that: had: grown up 
without regulation, from a small to a large size. Com- 


plaints had been made, some real and just, some whim-. 


sical, some pending and some decided, and the situation 
seemed to make necessary the general investigation 
ordered in June, 1911. : 

“When the express companies considered the order 
issued by the Commission they came to the conclusion 
that the only thing to be done was to accept the plan 
for stating rates in a way that covered the whole coun- 
try, in good faith,” said Mr. Harrison. “We recognized 
the necessity for co-operation with the Commission, as 
I am pleased to say, did the Commission. Seventy per 
cent of the business is in 100-pound packages. The order 
of the Commission caused reductions in thirty-nine states; 
that is to say, the state commissions in those states 
adopted the system prescribed for interstate rates and 
made it applicable to state rates. 

“Despite the $4,000,000 saved by the companies 
through economies, the end at the first year showed the 
impossibility of the companies doing business under the 
new rates. The new system is a fair and equitable one. 
But experience has shown that the terminal allowance, 
now 20 cents, should be increased to 25 cents and the 
weight allowance should be reduced from 25 to 20 cents. 

“The terminal allowance covers the expenses at the 
stations. That is too low, while the allowance for haul- 
ing is too high. By changing the factors the operating 
revenues will be increased.” 

Answering questions put to him by Commissioner 
Clements, Mr. Harrison said that the block system of 





Lake Cruises for Vacation 
7 DAYS’ TRIP 5 DAYS’ TRIP 








“Minnesota” to BUFFALO 
(NIAGARA FALLS) and RETURN including 
via Charlevoix, Harbor Mealsand 
Springs and Historic Mack- 
inac Island, viewing both ways by 
daylight the beautiful scenery of 
the Detroit River and St. Clair 
Flats, stopping at all points of inter- 
est. 12-hour stop at Buffalo allows 
plenty of time to see Niagara 


Falls. During season leaves Chicago 
every Thursday at 11:00 a. m. 


J.C. CONLEY, Gen. Pass. Agt 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


The Magnificent Steel Steamship $ Ap The Elegant Steel Steamship $3 4 


“Missouri” to KAGAWONG, ONT. 
(GEORGIAN BAY) and RETURN {nclading 


via Mackinac Island. The Meals and 
**Soo,”’ St. Mary’s River, th 
North Channel and the 

shores of Manitoulin Island, stopping 
at all points of interest. During sea- 
son leaves Chicago every Monday at 


4:00 p. m. 

8. S. “MISSOURI” also makes 
special trip each week to Onekama, 
Frankfort, Glen Haven and Glen 
Arbor, leaving Chicago Saturdays 
at 4:00 p. m. 


For illustrated folder, 1915 book of ours or other information, apply 


NORTHERN MICHIGAN TRANSPORTATION CO. 
. Office and Docks, N. End Rush Ss. Bridge; City 
Ticket Office, 188S. Clark St. Phones Rand. 60—<Auto. 489-302 and 489-318. 
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San Francisco 
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stating rates, on the whole, has reduced expenses, sim- 
plified rate quoting and has reduced the number of over- 
charges. The double system of labels, he said, one show- 
ing a prepaid and the other kind showing a collect pack- 
age, has also helped do away with the complaints arising 
from over and under charges. It has also reduced fric- 
tion. Mr. Harrison suggested that the Commission allow 
the companies to try the scheme proposed and test it 
by results, as was done with the Commission’s scheme. 


“You have been able to increase the number of pack- 
ages despite the parcels post?” asked Judge Clements. 


“Yes, and the number will continue to grow,” said Mr. 
Harrison, thereby astonishing a number of shippers in the 
audience, which, however, was composed largely of offi- 
cials of the express companies. “There is room for both 
services,” he continued. “Last year more than 800,000,000 
packages were sent by parcels post of an average weight 
of one pound and two ounces, at an average charge of 5.5 
cents. During the same time there were 271,000,000 ex- 
press packages. Post office reports show that even under 
the old four-pound rule, the postal service carried a much 
greater number of packages than the express companies. 
The average increase, even under that rule, for a num- 
ber of years, was 20,000,000 packages. A great deal of the 
increase has been on rural free delivery routes on which 
the government alone can do business. We increased the 
number of our offices during the year. If there had been 
no increase in business, the Commission’s order would 
have caused a reduction in revenue of $19,000,000, or 15 
per cent.” 

When Mr. Harrison got down to discussing the rea- 
sons for the request made by the companies, he said that 
the companies had at one time thought of asking for a 
straight five per cent increase. But, he said, the trans- 
position of the weight and terminal allowances would be 
better, because it would be logical and would not involve 
the continuance of what was illogical at the time of its 
adoption. He said that all would involve more changes 
than would be necessary under the plan suggested, of al- 
lowing more for the terminal costs and less for the haul- 
ing of the typical package. 

The changes, he estimated, would give the express 
companies an increase of $5,062,634, of which substantially 
half will go to the railroad companies for hauling the com- 
modities. Even when that increase is made, the railroads 
will be receiving about $4,000,000 less than they received 
in 1914. He said that whatever action the Commission 
takes, the express companies will still be for uniformity 
and they will take up whatever change is ordered, with a 
view to having the states conform to it. The express com- 
panies want one system and one only. 

Mr. Jackson followed Mr. Harrison and Mr. Stockton 
closed the argument, which lasted longer than the hearing 
at which the companies produced the facts upon which 
they expect the Commission to act. 

Mr. Stockton praised the results of the Commission’s 
work except as to the loss in operating revenue. He said 
that there is no doubt in the minds of express men but 
that the Commission’s work is fundamentally right and 
needs to be changed only in the particulars mentioned to 
make it fairly satisfactory, even as to gross receipts. 

“Neither can replace the other,” said Mr. Stockton, 
discussing the parcels post and express. “They touch as 
to runs, both using the railroads, but they differ as to 
territory and the character of traffic. The parcels post, to 
use a phrase you may have heard before, ‘fills a long-felt 
want’ and one which the express companies could never 
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fill—the rural free delivery routes. The parcels post lays 
the package down at the door of the farmer, while the 
express company, in the old days, when it carried a pack- 
age for him, laid it down at a point 25 miles from his 
door and sent him a postal card to come and get it. On 
the other hand, the express companies reach points where 
the postoffice department has not adequate facilities; for 
example, in the handling of food products. 

“The express companies handle larger packages and 
give receipts guaranteeing delivery of the shipments at 
the designated point. The aggregating rule, whereby ship- 
ments are bunched, was originated by, and is used ex- 
clusively by, the express companies. The postoffice de- 
partment would not think of telling a shipper that he 
could bundle a number of packages into one package and 
have it sent at a lower rate than if sent separately. 

“That the losses of the express companies are not due 
to the loss of business is obvious from the fact that they 
increased the number of packages 1.6 per cent during a 
period when other business was declining,” said Mr. Stock- 
ton in conclusion. “The losses are therefore due entirely 
to the decreases in rates.” 


BUSH TERMINAL CO. COMPAINT. 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
Declaring that the eastern trunk lines, by reason of 


their having a monopoly of transportation to and from 
points in the lighterage district of New York, are under- 
taking to force the Bush Terminal Railroad Co. to per- 
form services for them without adequate pay, that com- 
pany has filed a complaint with the Commission asking 
it to order the trunk lines to restore divisions, amounting 
to an average of 5 cents per 100 pounds. The complain- 
ant asserts that they are paying it only 3 and 4% cents 
per 100, depending on destinations, which is the reason- 
able rate for floatage and lighterage, but not sufficient 
to cover the cost or the rail service performed before 
the freight reaches the warehouses of the Bush Terminal 
Co., a business corporatidn organized under the laws of 
New York, with which the complainant has contractual 
relations. 

The complaint, stated in easy terms, is that while 
the trunk lines pay for lightering freight from the water- 
front in Brooklyn to the Jersey shore, they pay nothing 
for the rail service that brings the freight to the car 
floats and lighters. 

They refuse to pay the divisions formerly in effect 
on the ground that the tracks of the Bush Terminal 
Railroad Co. constitute plant facilities, presumably for 
the manufacturers, who are tenants of the Bush Buildings 
Corporation, a company in which the railroad corpora- 
tion has no interest whatever. 


The complaining railroad company says that the com- 
plaint may require a complete investigation of the ter- 
minal situation at all the Atlantic ports, but it submits 
that it cannot wait for relief until that inquiry may be 
completed. Therefore it requests the Commission to order 
a restoration of the divisions, amounting to an average 
of 5 cents, plus a 5 per cent increase, allowed in the 
Eastern Advanced Rate case. In other words, it asks 
to be restored to the basis on which it rested before the 
cancellation of through routes and joint rates in April, 
1914, when the trunk lines, under the allegation that they 
were carrying out the views of the Commission in the 
Industrial Railways case, cut out all payments to so-called 
plant-facility roads. The _Bush Railroad Co. claims 
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that the only reason it is able to show any net revenue 
from operations is due to the fact that it has a contract 
with the Bush Terminal Co. that enables it to get freight 
lightered to the Jersey shore at about 24% cents per 100 
pounds, which is less than the going rate for lighterage 
and floatage. The railroad company makes the following 
requests and declarations: 

“1. That fair and reasonable divisions of the joint 
rates between your petitioner and the trunk line railroads 
aforesaid be ordered, fixing the proportions payable to 
your petitioner at such amounts that your petitioner 
shall continue to receive as heretofore at least the av- 
erage sum of approximately 5 cents per 100 pounds on 
all through shipments, plus an increase of 5 per cent 
thereof. : 

“2. That, pending the hearing and determination 
hereof, the trunk line railroads aforesaid be ordered to 
restore the divisions of joint rates previously existing 
for ten years between your petitioner and such railroads. 


“3. That damages and reparation be awarded to 
your petitioner by the trunk line railroad aforesaid since 
the repudiation by such railroads of the divisions of the 
joint rates aforesaid.” 


The complainants declare that the reason given by 
the Trunk Line Association for discontinuing the divisions 
of joint rates was that the petitioner was a plant facilty. 

“The trunk line railroads have refused to reinstate 
the divisions previously paid your petitioner,” say the 
complainants, “notwithstanding the fact that divisions 
with other terminal railroads, which were canceled at 
the same time as those of your petitioner, have been re- 
instated, either by voluntary act of the railroads or by 
direction of this Commission. The real reason which 
prompted the Trunk Line Association to discontinue di- 
visions of joint rates with your petitioner was, as your 
petitioner is informed and believes, that the members 
of said association, knowing of the investment in prop- 
erty in the locality and knowing that shipments could 
not be stopped, even for a single day, wished to secure 
the use of your petitioner’s property and services without 
compensation, at least until this Commission should have 
acted in the matter, and this in spite of the fact that 
the compensation previously paid your petitioner was 
much less, proportionately, than the amounts paid by 
the trunk line railroads for their own terminal operations, 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 
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and in spite of the fact that the railroads, by an appeal 
to this Commission, with which your petitioner was in 
complete sympathy, have recently obtained permission to 
advance their rates. Although the cost of terminal serv- 
ice about New York City, depending principally as it 
does upon rapidly increasing real estate values and wages, 
has risen to a much greater extent than the cost of 
railroad service in general, and the opportunities for 
economies have been less, the trunk line railroads, in- 
stead of sharing the increase of rates with your peti- 
tioner, have attempted to cut off its entire revenue.” 


APRIL RAILROAD FIGURES 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. 0. 


The third summary of the result of operations of 
steam roads having revenues of $1,000,000 or more for 
April, covering 153 roads, with a mileage of 206,151, shows 
a declining gross and increasing net for the country as 
a whole and every district other than the eastern. That 
is to say, while the railroads took in less money in April, 
1915, than they did in the corresponding month of 1914, 
they had more left in their tills. They were able to 
cut their expenses so much that there was a considerable 
increase in the sums for the payment of dividends. This 
summary includes all the big roads except the Reading 
system. 

For the country as a whole the operating revenues 
fell from $218,421,875 to $213,738,624. Expenses were cut 
in a greater percentage, the reduction being from $164,- 
140,348 to $152,437,552. That terrific cut in operating 





expenses resulted in sending the net revenue from $54,- 
281,527 to $61,301,072, or from $265 to $297 per mile of 
road operated. 

The eastern district operating revenue, the only one 
that has gone up since the recovery of business, rose 
from $99,321,261 to $100,537,632. 


Coincident with that 
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rise of about $1,100,000 in gross, the expenses were cut 
from $76,153,608 to $71,153,608, thereby causing an in- 
crease in the net from $23,308,158 to $29,384,024, or from 
$419 to $528 per mile. 

In the southern district the long existing tendency, a 
declining gross and a diminishing expense bill, continued. 
The operating revenue fell from $36,803,687 to $34,726,608. 
Expenses were cut from $27,743,784 to $24,702,011, causing 
the net to rise from $9,059,903 to $10,024,597, or from 
$225 to $247 per mile. 

In the western district gross and net fell in greater 
proportion than expenses. The operating revenue de- 
clined from $82,296,927 to $78,474,384. The reduction in 
expenses was from $60,383,461 to $56,581,933. The net de- 
clined from $21,913,466 to $21,892,451, or from $201 to 
$199 per mile. 

The result for the ten months of the current fiscal 
year, stated in terms of net per mile of road operated 
is as follows: Whole country, declined from $3,199 to 
$3,166. Eastern district rose from $4,421 to $4,764.. South- 
ern district declined from $2,619 to $2,246 and the west- 
ern district declined from $2,788 to $2,696. 


NAVIGATION FOR THE ALTAMAHA SYSTEM. 

It has been announced that navigation of the Alta- 
maha system of rivers will be re-establised from Bruns- 
wick, Ga., a south Atlantic port, to Macon, about July 10. 
The first of the fleet of self-propelled steel constructed 
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barges has been launched. It is the newest of shallow- 
water equipment, designed to meet the conditions anc 
necessities of the rapidly extending commerce of Macon. 
This enterprise is the outgrowth of a movement begun by 
the freight department of the chamber of commerce, for 
several years managed by B. Gilham. 


POSITIONS WANTED OR OPEN 


WANTED—An INDUSTRIAL TRAFFIC MANAGER 
experienced in the sales and traffic departments of a 
large manufacturing concern wishes to change. Familiar 
with the workings of traffic, stock and packing depart- 
ments. A graduate of the Interstate Commerce Course 
of La Salle Extension University and ten years’ practical 
experience. Would like position with large manufacturing 
or mercantile concern where there is a future for one 
who can give results. Address R. S. 29, The Traffic 
World, Chicago. 
ar ener ancemiemeenianeindinenapereaeameteneteemeadiianieeiieememnaielieenemeneetasadaaenaaenaenamniaeiieanaeiaaandesttaan dem iatenine onetinennmemmmeieeinemnammnmneimmnieianeaaaann 

WANTED—A young man with a thorough practical 
knowledge of the express business, both foreign and 
domestic, and at present in the freight accounting de- 
partment of railroad company, desires position as 
ASSISTANT TO INDUSTRIAL TRAFFIC MANAGER in 
Poston, Mass., or vicinity. Address H. A. 23, The Traffic 
World, Chicago. 














Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Etc. 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 








Fort Worth Warehouse & Transfer Co., Inc. 
FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Pald. 
ABSOLUTELY FIREPROOF WAREHOUSD 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 





Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 


FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 





EDGAR’S SUGAR HOUSE, Inc. 


520-533 LAFAYETTE BLVD. 
DETROIT, MICH. 

Bight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of mat 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to ali 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON @ CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 





Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN, 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WD STORE, PACK AND SHIP HOUSEHOLD GOODS. 








ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS ” 
ST. JOSEPH - : : MO. 
MERCHANDISH STORAGE WAREHOUSE. 


CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 

INSURANCB TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 
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Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 


Judson Freight Forwarding Co., Inc. 
CHICAGO . 433 Marquette Bullding 
ST. LOUIS 1501 Wright Building 


Carload distribution to all railroads at Chicago and St. 
Louis without teams; L L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 


U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 


D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2128 Central Street. 
TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 


Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 


BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone, Sutter 946. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 


Established 1890. From long and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 
NEW YORK, N. Y. 
“HB SERVES BEST WHO SERVES WELL” 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


686 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. ‘‘Unsurpassed facilities’’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


SOUTHWEST WAREHOUSE COMPANY 


The Largest Modern Warehouse West of the Mississippl. 
Merchandise Storage, Transfer and Distribution. 
Terminal trackage, with capacity of 22 cars. Our own 
teams and automobiles for city deliveries. 185 National 
Distributors use our service to cover the Southwest. 
WE CAN SOLVE YOUR DISTRIBUTION PROBLEMS 
IN THE SOUTHWEST. 


KANSAS CITY. 


Central Warehouse Co. 
Storage—Forwarding 
Trackage Connection with all railroads entering the 
Twin Cities. 
Minnesota Transfer, Minn. 


Jones & Company, Inc. 


NORFOLK, VA. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO, 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING. 


Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRES FLOOR SPACE 
INSURANCE RATE 20 CENTS 
TRACKAGE SPACE, 10 CARS. GENERAL TEAMING 
AND AUTO SERVICE. 


Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
312-314-316 Williamson St. P. O. Box 985 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND EFFICIENT 
SERVICE—EXCEPTIONAL FACILITIES— 
CUSTOM HOUSE BROKERS 
Track connections with all Railroads and Steamship Docks 


STORAGE IN CANADA! 
Hamilton Fireproof Warehouse 


Merchandise Free and in Bond. Separate Rooms for 
Furniture. OUR OWN CARTAGE. Carloads distributed. 
Customs Brokers and Forwarders. 


THOS. MYLES’ SONS, Ltd., HAMILTON, ONT. 
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The June 15th Number of 
Federal Trade Reporter 


Will Contain a Full Report 
of the Boston and the New York Hearings 
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Federal Trade Commission 












As These Were the First of This 
New Commission’s Formal Hearings 
and as Matters of Vast Importance 
to American Business Men Were 
Gone Into, That Number Would Be 
An Unusually Good One With Which 
to Start Your Subscription. 

















418 South Market Street 
CHICAGO, ILL. 


Ask about the Special Service performed for 
Corporations subject to the Federal Trade 
Commission act. 











